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Saturday, March 8, 1851. 
Remarks upon the Defects of Railway 
Tracks and their Remedy. 

BY BENJ. H. LATROBE, CHIEF ENGINEER OF THE 
BALTIMORE AND OHIO RAILROAD. 
Continued from page 131. 

I will now present an estimate of the cost of the 
iron track I propose, and will compare it with those 
of the several tracks treated of by Mr. Dockray, 
and which he says he considers “ the best of their 
kinds.” I will take, in this estimate, the scale of 
prices employed by Mr. D., although they are high- 
er than those at present prevailing. 


Estimate of cost of constructing 15 feet in length, of 
single line, laid with “ Three Part Rail” —exclu- 
sive of labor in laying down the track. 

6 pieces, making 2 rails, 130 lbs, per yd. 


1,300 lbs. at £10 perton............. £5 16 1 
2 pieces cross ties, 75 lbs, each. 150 Ibs. 
at’ £1G ter tote. to eke Bode. 013 4 


18 rivets, } inch diameter, 4 Ib. each, 9 


Ibs. at 4d. per Ib... 6. cece cece eee 3 0 


jtie rivets, about balancing the rivets, and the cost 


16 rivets 4 inch diameter 1-6 lb. each, 
Te Whe, ab 40 Per TA. . Sees oc tebe 
Punching rivet holes, cutting stop shoul- 
ders and notches, and straightening 
and fitting rails for laying, at 1s. per 
WONieend «(hd tasdacecasaeceedanetes 


42 parts, and estimate cost of 5yards... £618 4 
7 8 


14,784 pts, & estimated cost of 1 mile £2434 13 4 


Or about $11,900 per mile—(U. S. currency.) 

If we compare this estimate with those of the 
six different plans presented by Mr. Dockray, we 
will see that itis but about £70 per mile more costly 
than the Great Western, of which it has but about 
half the number of parts. Thatit is £126 per mile 
cheaper than the improved plan of Mr. D., and 
has but few more parts—and finally that it is but 
£167 per mile more than the average cost of the 6 
tracks including those the least improved. If the 
cost of laying down the road was included in all 
the estimates, I apprehend that my plan would com- 
pare more advantageously, as it would certainly 
be more easily laid, the riveting being a rapid and 
cheap operation and the bedding of the rails and 
cross ties on the ballast being much more readily 
done than that of the cross sleepers and longitudi- 
nals, including the dressing and adjusting of them, 

I have estimated the cost of punching rivet holes, 
\&c., trom the result of actual experience in those 
\operations in the 3 part rail I have laid, allowing 
‘in full for the superior size, and weight of the pre- 
isent rail. I have also supposed each of the parts 
lof the rail to be but 15 feet long, and two cross ties 
\to each 15 feet length—whereas in practice I would 
\make the rails 20 feet long, and thus save one- 
‘fourth of the joints and cross ties, and a proportion 
of the rivets also, as well as in the number of parts 
\per mile sufficiently to reduce the latter to the same 
iwith that of the simplest form of track, (Sir John 
|Macneill’s method,) viz. 36 parts per 5 yards, or 
'12,672 parts in a mile of single line. 
' But lest it should be doubted whether the ex- 
[tent of bearing surface of my track would be sufii- 
icient, and whether timber could be altogether dis 
|pensed with, { will suppose, that instead of the 
cross tie of iron, every 7% or 10 feet, there is a cross 
sleeper of wood every 5 feet, or 3 for every 5 yards 
—these sleepers being 9 feet long an 6x10 inches 
—containing 33 cubic feet—costing 5s. 6d. each— 
and amounting to 16s. 6d. The item then would 
stand in place of the 13s. 4d. of the iron ties—the 
spikes, which would be used in lieu of the cross 


0 011 


05 0 





Estimated cost of l yard........ 0.00.05 £1 





of punching the holes forthem. Thas, by the sub- 
stitution of wooden for iron cross ties, the cost o 
the track per 5 yards would be increased 3s. 2d., o1 
per mile £55 15s. and the bearing surface would 
be increased from 1.5 to 2.83 square feet per lineal 


panying the iron cross tie would be foregone; but 
this might, perhaps, be considered as compensated 
by the additional bearing surface. On the other 
hand, a perishable material would be introduced 
into the structure, and the excellent characteristic 
of a track entirely of iron would be given up. 

It is manifest that the bearing may be increased 
at pleasure by multiplying the cross ties, but in a 
track so strong and stiff there could be no motive 
I think, for this increased expense of construction, 
except where extraordinary bearing was demand- 
ed by very soft sub-soil. I think, also, that the 
iron cross tie yields a support and connection to 
the joints of the bearing rails which is highly va- 
luable, and I shall be averse to giving it up—and 
if more bearing surface were regarded as indispen- 
sable, I would obtain it by inserting wooden cross 
Sleepers at points intermediate to the iron ties. The 
cant of the rail with the iron tie is made by curv- 
ing the tie up at the ends sufficiently for the pur- 
pose. 

I have no means of comparing the cost of main- 
taining a ‘‘ permanent way”—upon my plan with 
that of any of the various existing modes of con- 
struction in England. I am very confident, how- 
ever, that the difference in favor of the former 
would be very great indeed. From observations 
thus far upon the track laid with the 50 Ib. rail, of 
which mention has been made, | am satisfied that 
not less than a third of the labor of adjustment will 
be saved, and the renewal of materials should be 
in at least as favorable a proportion. An inspec- 
tion of the rail will show the facility with which 
any one of the 3 parts composing it may be remov- 
ed and replaced—all that is required for this pur- 
pose being the cutting off the rivet heads with a 
chisel. But this will be an operation rarely re- 
quired, and the cheapness of the rivets makes the 

t of material a matter of little consequence. If 

m right in my suppositions, then the superior 
safety and smoothness of the new track, attended 
by a considerable reduction in the cost of repairs 
to engines and carriages, and a great increase of 
public security and comfort and -consequently an 
accession to the popularity of railways as a means 
of travel, would all combine to place the value of 
the improvement in a very conspicuous position. 

It will be perceived that in my estimate of the 
costs of the rails of the new track, 1 assume the 
same rate as for a solid bar. This might be ob- 
jected to, as new patterns are always made an ex- 
cuse by the manutacturers for asking higher 
prices, and might lead, in the beginning, to some 
slight difference of cost, but I have the authority of 
the manufacturers who made the 50 Ib. rail for me, 
for saying, that the cost ot manufacture will be no 
greater than that of the bridge or T rail. . 

The bearing rails (weighing about 50 Ibs. per 

ard each,) will be very readil mani red. 
hey are in fact nothing more “angle iron.” 
The cap rail (of 30 Ibs. per yard) con 








foot of track. The advantage of the rivets accom- 


s a fea- 
ture in it which would appear to make it difficult 
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to roll; but | think this.can be managed very rea- 
dily; and if not, why the feature is not at all in- 
dispensable, and, indeed, but slightly, if at all, im- 
portant to the plan. I refer to the slight pitch out- 
wards and downwards of the under sides of the 
éap where it rest.on the bearing rails on each side 
of the central rib. It is evident that the rail could 
be rolled with these slopes in it, only by nearly 
completing it without them .in the first place, and 
making them in passing it through the final groove 
of the rolls, leaving enough metal on the sides of 
the cap to press down into and fill up the triangles 
between the slopes and the horizontal line above 
them. The quantity of metal requisite for this is 
so small that I think it can be done easily, or it 
might, perhaps, be as well or better done in one or 
two other ways | need not describe. But if it can- 
not be done at all, it matters but little. The only 
advantage of the pitch is, that it relieves the rivets 
a littlek—but the rivets will hold perfectly well 
without this relief, as is known now from the ex- 
‘perience of the 50)b. rail, in which not-a single 
rivet has broken under a very heavy traffic, for 5 
months past, although the rivets are but § inch di- 
ameter, and the rail so light, while the ballast not 
being well packed in the first place, and the sub- 
soil soft, there has been a good deal of irregular 
settlement and ager strain on the parts, In 
the cap of the rail I have put into the neck of the 
rib, on each side, what I calla“ stop.” This is to 
keep the cap rail from moving endwise—the stop 
fitting into a notch cut in the lips of the bearing 
rails. I propose that this stop shall be made in the 
process of rolling, and it can be effected by cutting 
a notch in the tongue of the rolls into which the 
metal will press up, by a reverse action to that of 
the nipple which makes a countersink in a rolled 
bar. The stop as it comes from the rolls would 
not be square at its ends, for the notch in the tongue 
would have to be wider at top than at bottom to 
let the metal press in and pass out easily. The 
shoulders of the stop must then be cut square af- 
terwards, witha chisel, and so will be cut the not- 
ches in the lips of the bearing rails. The stops may 
be as close as desired—they cannot be farther apart 
than the circumference of the rolls, say 4 or 5 feet 
and this, I think, would be about the right distance 
forthem. But if they could not be conveniently 
made in the rolling, they could be put in afterwards 
by punching a square hole through the neck of the 
rib and putting in a plag of iron, hot, like a rivet, 
having metal enough to make the stops on each 
side of the rib, and dressing it into shape with the 
chisel. Or instead of the stops, the key plates al- 
ready mentioned, as being used with the 50 Ib. rail 
now laid, may be employed. They will hold the 
caps very well, but the stops would be preferred, 
and especially if they can be made in rolling the 
cap rails. All the rivet holes and the stop notches 
are made oblong, to allow for contraction and ex- 
pansion, This will amply provide for it, as ex- 
perience has shown, in the longest section of the 3 
part 50 Ib. rail, (4,500 feet,) which has now, for 10 
months, passed through all the changes of our fl:1c- 
tuating climate, in which the extremes of heat and 
cold are as greatas in any other. This point which 
seemed one of the most to be feared, is now there- 
fore settled satisfactorily, as no inconvenience has 
been felt from this cause. 

Among the merits of the compound rail, will be 
apparent that of retaining its line in curves, better 
than the soiid rail; the breaking of the joints pro- 
ducing in the bearing rails a mutual counteraction 
ot the tendency to straighten into chords, after be- 
ing sprung to the curve. With bars so long as 20 
feet, it is supposed that, even in the heaviest pat- 
terns, it will not be necessary to sef them, by oe 
vious bending, which, in the solid rail, would be 
indispensable. The additional strain upon the 
rivets of the compound rail, will not be objectiona- 
ble, as it will be in the direction of their length on- 
ly, and mach within their power of resistance. 

A very remarkable advantage from the division 
of the rail into parts will also be the improvement 
in the quality of the metal. The disposition to in- 
crease of weight, has been checked by the difficul- 
ty of making a heavy bar perfect. Itis understood 

tthe rails of 1¢ hd per yard recently ralled 
have turned out so indifferently as to induce a re- 
turn to lighter patterns. However this may be, it 
is quite certain that a single bar of any weight 


cannot be made as sound.and tough, as two or three 
bars of the same length and aggregate section. — 
The compound principle will permit the tendency 
to increased weight of rail to go much farther than 
would be possible in the single rail. 

If it should be apprehended that the detached cap 
of the three part rail will not wear as long as the 
top of the solid rail, it is answered that this is not 
necessarily so with a well-proportioned cap rail— 
and if the separation of the upper portion of the 
section from the lower should tend to this result, it 
should be counteracted by the better texture of the 
lighter bar. Experience, however, thus far indi- 
cates no greater wear in the cap rail than in the 
upper surface of solid rails in use for the same 
time. 

To those, however, who are best disposed to ad- 
mit the truth of the above remarks, it will be of in- 
terest to know what the new rail will cost in the 
first instance, compared with other common forms 
of track, and, for information on this question, the 
following estimates of cost fora rail of medium 
weight, to be laid in the most usual way, upon 
cross-ties of wood, are offered to show how the 
three part rail will, in general, compare with the 
solid rail in expense of construction : 

Solid Rail—65 lbs. per yard. 

1, Rails—20 feet long—102% tons, 
at $60 per ton 
2. Joint fastenings of any variety 
of form, at 75c per joint, for 
Pe BOs 6isn 05.00. ¢5eb0000 4 
3. 2112 cross ties, 74 feet long—6x 
6—laid 24 feet apart, at 20c.. 
4. 9504 spikes, 3 to the lb.—3168 
Ibs. at 5c 
5. Laying track, materials, and bal- 
ast being delivered, v‘z., 
spreading ballast, bedding and 
dressing cross ties, laying and 
fitting rails and joint fasten- 
ings, spiking, adjusting, and 
trimming track, at 65c per rod 
OL TRG Pee wn0ss004 ci poss» 


396 
422 
158 


208 


Total estimated cost of one 
mile of track, exclusive 
OF Na soe bcssinscs oe 
Three Part Rail—65 lbs. per yard. 
. Rails 20 feet long, 1023 tons, at 


$7,342 


— 


$60 per ton.........0000+- $6,158 
2. Rivets, 6336, ¢ inch diameter, 
4 to the ]b., 1584 lbs., attic.. 95 
3. Keys, 1056, 24x14x§ inches, 
at 3 to the lb., 352 lbs., at 6c. 21 
4. Punching holes for 
rivets and key, 
and fitting rails 
for laying, at...65c. per rod. 
5. Riviting rails after 
laying.... .... 16 rf 
6. Leveling and dres- 
sing cross-ties..17 a4 
7. Spreading ballast.17 “i 
8. Spiking rails..... 5 es 
9. Fitting, adjusting 
and trimming 
helt... ui sass. as 
Total of the 
above items 
per rod of 
tavks idx $130 per mile. 416 
10. 2112 cross-ties 74 feet long, 
6x6, laid 24 feet apart, at 
WE ve sndiccccisions cove neces 422 
11. 9504 spikes, (one extra at eve- 
ry’joint) 4tc the lb., 2376 
WB At BOF... veces ele oceans 119 
Total estimated cost of one 
mile of track, exclusive 
ee eee $7,231 


Difference in favor of the 
three part rail, per mile. 111 
The 4, 5, 6, 7, 8 and 9th items of the last esti- 
mate are derived from the actual experience of 
laying the three part rail already put down, under 
circumstances not at all favorable to economy. It 








is believed that at. least.10 per cent, on the aggre- 
gate of these items could be saved in future work 
of the same kind upon a large scale. The entire 
cost of laying the solid rail track is taken at the 
sum of the 5th, 6th, 7th, 8th and 9th items, which 
is certainly favorable enough to that track. This 
work having generally cost at least 50 per cent. 
more. The cost of joint fastenings for that track 
is assumed at 75 cents, with less than which, a tol- 
erably good and safe joint cannot be made, altho’ 
many tracks have been laid with much cheaper 
joints. 

The items of both estimates making up the cost 
of workmanship show the net expense—to which a 
fair profit for the contractor should be added in pre- 
paring estimates for actual construction. The 
prices of all the other items include cost of delivery 
and profit upon the articles. 

The detail in which the estimates are given will 
enable any one to apply them to particular cases, 
For a lighter or heavier rail, the cost of fastenings 
and workmanship would differ little from those of 
the rail of 65 lbs, weight here assumed. 

It will thus be sufficiently manifest that the three 
part rail will cost no more than any other rail of 
the same weight. With this admission, its friends 
may be satisfied, for its other advantages must 
prove its superiority, and, ultimately, it is believ- 
ed, ensure its adoption. 

The accompanying sketch, in figure 1, shows the 
rail of 130 lbs. per yard proposed for a track en- 
tirely of iron. Fig. 2 represents a tail of 65 lbs. 
per yard, to be laid upon timber supports. Other 
weights of rail from 50 lbs. upwards can readily 
be proportioned so as to carry the ‘principle into 
effect with an advantage increasing with the 
weight, and it may be said of the compound rail, 
especially in this form, that as its division into 
parts, gives it, at all times, an elasticity which a 
solid bar of the same weight cannot possess, so it 
will retain that elasticity with a weight which 
would make the solid bar too rigid, except at the 
joints, where all such bars are alike weak, and 
the heaviest the most so in comparison with their 
strength in the middle of their length. 

The subject has now been sufficiently discussed 
upon its general merits, and the facts and argu- 
ments above presented are offered to the profession, 
soliciting consideration and not shunning criti- 
cism. The author is but one of the laborers in 
this important field of improvement, and has argu- 
ed the merits of the compound principle in general 
terms, and so far in favor of all the forms it may 
assume ; and although decided in his preference of 
the three part pattern, he will be glad to see the 
suggestions of others, subjected to the test of exper- 
iment. . 





Wilmington and Baltimore 
ailroad Company. 


RSSIGNATION OF ITS PRESIDENT, MR. SWIFT. 
At a meeting of the directors held Feb. 11, 1851, 

the following communication was received from 

Wn. H. Switt, Esq., president of the company :— 


Philadelphia, Feb. !1, 1851. 

To the board of directors of the P., W. & B. R 
R.-Co:—Gentlemen—Some six months since I com- 
munieated to a number of shareholders of the com- 
pany my intention to resign the office which, by 
your kindness, I had been elected to fill, and more 
recently I have made known to members of this 
board individually the reasons which had induced 
me to leave the service of the company; reasons 
which I may state, here, to be entirely personal to 
papell and such as I have considered it my duty to 
regard. 

To enable the board to take measures for elect- 
ing my successor, it has appeared to me proper to 
designate a period somewhat in advance of the pre- 
sentday for resigning the office of president. Ac- 
cordingly, with the permission of the board I pro- 
pose to retire at the close of the current nent. 

I beg to convey to every member of this board my 
thanks for the uniform support and kindness which 
I have received at the hands of each, from the day 
wee which [entered upon the duiies of the office 
of president to the present time; and for the hearty 
co-operation which I have met with in carrying 
out measures which I have considered it my duty, 
trom time to time, to bring to the notice of the board, 
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in all these I am happy in being able to say that I 
have norecollection of a single instance in which 
there has not been a concurrence of opinion be- 
tween myseif and other members of the board, and 
I shall ever cherish with teelings of great pleasure 
the remembrance of the harmony which has cha- 
racterised all proceedings of the board during the 
time that I have had the honor to participate in its 
councils. 

To the officers of the company, also the secre- 
tary, the general superintendent, the agents, the 
clerks, all, in short, who have responsible duties to 
perform, I return my thanks, for to their exertions 
and zealous co-operation, the company owe ina 
bw 4 great measure their present prosperous con- 

ition. 

Very gs eee: h gentlemen, 
our obedient servant, 
Ww. H. Swirr. 


At an adjourned meeting of the board held Feb. 
28th, 1851, the following preamble and resolu- 
tions were unanimously adopted and ordered to be 
published : 

‘““ Whereas at a meeting of the board of directors 
held at Wilmington on the 11th Feb. instant, a let- 
ter from Wm. H. Swift, Esq., was presented and 
read resigning the office of president, to take effect 
this day, to which time the board was adjourned, 
with the view of taking final action on the same; 
it is therefore 

Resolved, That in this ‘our accep‘adce of his re- 
signation of the presidency of this board, we should 
be unfaithful to the suggestions arising out of this 
event, if we did not at the same time, express some 
of the feelings which abundantly gather about our 
hearts. 

Resolved, That it is with deep and sincere regret, 
felt by each member of this board, that we are call- 
ed upon to place upon our records, a severance of 
the official relations which have subsisted with 
mutual and undisturbed kindness between him and 
ourselves, 

Resolved, That he, being called to the adminis- 
tratlon of one of the most important corporations 
of the country, came richly endued with educa- 
tional fitness, then holding a high position in the 
military arm of the government, practically scien- 
tific in its pursuits and employments: all the high 
expectations which were entertained have been 
amply fulfilled, and the business of the company 
has been conducted, under his auspices, with that 
wisdom and energy which is well displayed by the 
improved and improving condition of the affairs of 
the company. 

Resolved, That the board of directors, in plac- 
ing much of their multifarious concerns of the com- 
pany under his exclusive action and control, have 
the satisfaction to say, that all the several matters 
so confided to his personal attention were prompt- 
ly and well considered, and the ultimate decision 
justly claiming and receiving our unqualified ap- 
probation, and we freely unite with him in the de- 
claration, that we “ have no recollection of a sin- 
gle instance in which there has not been a concur- 
rence of opinion between himself and other mem- 
bers of the board, in carrying out measures which 
he considered it his duty from time totime to bring 
tothe notice of the board.” 

Resolved, That bearing testimony to his eminent 
qualifications for the management of the important 
interests confided to his care and supervision, and 
also to his faithful and zealous discharge of all his 
duties, it gives us pleasure to acknowledge that an 
attachment has been won by the affable, friendly 
and courteous manner which has distinguished his 
intercourse with each of us, and we receive with 
great gratificatian the assurance that he will ever 
“cherish with feelings of great pleasure the re- 
membrance of the harmony which has character- 
ized all proceedings of the board during the time he 
participated in its councils.” 

Resolved further, That we desire he will take 
with him this testimonial of our esteem and affec- 
tion and with it our ardent wishes that in all the vi- 
cissitudes of his life, he may enjoy health and hap- 
piness, and that all his undertakings may be pros- 
— and with whom or. wherever he -may be, 

is merits may be as well understood and as highly 
— as they have been with us. Ee 

esolved, That the secretary furnish William 





H. Swilt, Esq., a copy of the above resolutions. 
Thereafter the board proceeded into election of a 
successor, and unanimously chose 
.Samuet M. Fetron, President. 
Attest A. CAMPBELL, Secretary. 
P. W. & B. R. R. Co. 
March 1, 1851. 


Application of Iron to Railroad Structures. 
We give below a portion of the report of the 
commission recently appointed by the English gov- 
ernmentto inquire into the subject of the application 
of iron to railroads. As the report is a very elabo- 
rate one, and embraces in its range a series of va- 
luable experiments, we shall continue the publica- 
tion of the more important parts of it. 
1. Present rules for proportioning the load of gir- 
ders to their breaking weights. 

The dimensions of cast iron girders intended for 
sustaining stationary loads, such as water tanks 
and floors, are usually so proportioned that their 
breaking weight shall be three times as great as the 
load they are expected to carry, or in some cases 
four or five times as great. But when the girders 
are intended for railway bridges, and therefore sub- 
ject to much concussion: and vibration, greater 
strength is given to them by altering the above 
proportions, and making the breaking weight from 
siz to ten times as great as the load, according to 
the practice of different engineers. On the other 
hand, come consider that one-third of the breaking 
weight is as safe a load in the latter case as in the 
former.* 


2. Nature of former experiments, and of those now 
required, and questions to be examined. 


The proportions and forms at present employed 
for iron structures have been generally derived 
from numerous and careful experiments, made by 
subjecting bars of wrought or cast iron of different 
forms to the action of weights, and thence deter- 
mining by theory and calculation such principles 
and rules as would enable these results to be ex- 
tended and applied to such larger structures and 
loads as are required in practice. But the experi- 
ments were made by dead pressure, and only apply 
therefore to the action of weights at rest. On the 
contrary, from the nature of the railway system, 
the structures employed therein are necessarily ex- 
posed to concussions, vibrations, torsions, and mo- 
mentary pressures of enormous magnitude, produc- 
ed by the rapid and repeated passage of heavy 
trains. It soon appeared, in the course of the in- 
quiry, that the effects of heavy bodies moving with 
great velocity upon structures, had never been 
made the subject of direct scientific investigation ; 
and as it also appeared that, in the opinion of prac- 
tical and sclentie engineers, such an inquiry was 
highly desirable, the attention of the commission- 
ers was early directed to the devising of experi- 
ments for the purpose of elucidating this matter. 

The commissioners accordingly proposed to ex- 
amine the questions involved in the inquiry under 
the two following heads—viz.. 

1. Whether the substance of metal which has 
been exposed for a long period to percussions and 
vibrations undergoes any change in the arrange- 
ments of its particles by which it becomes weaken- 
ed? And, 

2. What are the mechanical effects of percus- 
sions and the passage of heavy bodies in deflecting 
and fracturing the bars and beams upon which 
they are made to act ? 

Upon the first of these questions the commis- 
sioners cite observations and conjectures to the fol- 
lowing effect :— 

Many curious facts elicited in evidence show, 








* The variation of the proportion of breaking 
weight to load adopted—viz., from three times to ten 
times, is truly a sufficient proof of the absence of 
well-established principles. Any ‘‘ common-sense” 
and non: professional person, required to select be- 
tween these two limits, would, in all probability, 
forego all further reasoning and timent, b 
« striking the average,” and to this identical result, 
or very near it, the scientific labors of the com- 


that pieces of wrought iron which have been ex- 
carer to vibration, such as the axles of railway 
carriages, the chains of cranes, &c., employed in 
raising heavy weights, frequently break after lon. 
use, and exhibit a peculiar crystalline fracturean 
loss of tenacity, which is considered by some engi- 
neers to be the result of a gradual change produc- 
ed in the internal structure of the metal by the vi- 
brations. In confirmation of this, various facts 
are adduced, as, for instance, that if a piece of good 
fibrous iron have the thread of a screw cut 
= one end of it by the usual process of tapping, 
which is always accompanied by much vi 
action, and if the bar be then ‘eae across, it will 
be found that the tapped part is a good deal more 
crystalline than the other portion of the bar. Oth- 
ers contend that this peculiar structure is the re- 
sult of an original fault in the process of manufac- 
ture, and deny this effect of vivention altogether ; 
whilst some allege that the crystalline structure 
can be imparted to fibrous iron in various ways, 
as, by repeatedly heating a bar red-hot, and plung- 
ing it into cold water, or by continually hammer- 
ing it, when cold, for half an hour or more. One 
witness* thinks the various appearances of the 
fracture depend much upon the mode in which the 
iron is broken. The same piece of iron may be 
made to exhibit a fibrous fracture when broken by 
a sharp short blow. Temperature alone has also 
a decided effect upon the fracture; iron broken in 
a cold state shows a more crystalline fracture than 
the same iron warmed a little. The same effects 
are by some supposed to be extended to cast iron. 


The commissioners “endeavored to examine 
this question experimentally in various ways,” 
which they report as follows :— 


A bar of cast iron, three inches square, was pla- 
ced on supports about 14 feet asunder. A heavy 
ball was suspended by a wire 18 feet long from the 
roof, so as to touch the centre of the side of the bar. 
By drawing this ball out of the vertical ition at 
right angles to the length of the bar, in the manner 
of a pendulum, to any required distance, and sud- 
denly releasing it, it could be made to strike a hor- 
izontal blow upon the bar, the magnitude of which 
(i. e. the blow) could be adjusted at pleasure, either 
by varying the size of the ball or the distance from 
which it was released. Various bars (some of 
smaller size than the above) were subjected, by 
means of this apparatus, to successions of blows, 
numbering in most cases as many as 4000, the 
magnitude of the blow in each set of experiments 
being made greater or smaller as occasion requir- 
ed. The general result obtained was, that when 
the blow was powerful enough to bend the bars 
through one-half of their ultimate deflection (that is 
to say, the deflectioe which corresponds to their 
fracture by dead pressure), no bar was able to with- 
stand 4000 such. blows in succession; but all the 
bars (when sound) resisted the effects of . 4000 
blows, each bending them through one-third of their 
ultimate deflection. - 

Other cast iron bars, of similar dimensions, were 
subjected to the action of a revolving cam, .dri- 

n by a steam engine. By this they were quick- 
pai in the centre, and allowed to restore 
themselves, the process being continued to the ex- 
tent even, in some cases, of a hundred thousand 
successive periodic depressions for each bar, and 
at the rate of about four perminute. Another con- 
trivance was tried, by which the whole bar was al- 
so during the depression thrown into a violent tre- 
mor. The results of these experiments were, that 
when the depression was equal to one-third of the ul- 
timate deflection, the bars were not weakened. This 
was ascertained by breaking them in the usual 
manner with stationary loads in the centre.— 
When, however, the depressions produced by the 
machine were. made to one-half of the ultimate 
deflection, the bars were actually brokev by less than 
nine hundred depressions. This result corresponds 
with and confirms the former. ' 

By other machinery, a welent equal to half of 
the breaking weight was slowly and continually 
dragged backwards and forwards from one end to 
pe other of a Se similar dimensions to the 
above, A sound bar was not. apparently weakene 
by ninety-nine thousand transits of the peck 





missioners will presently appear to have led them. 


* Brunel. 
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From these observations, the commissioners pro- 
ceed to deduce as follows :— 

It may on the whole, therefore, be said, that as 
far as the effects of reiterated flexure are concerned 
east iron beams should be so proportioned as 
scarcely to suffer a deflection. And as it will pre- 
sently appear that the deflection produced by a giv- 
en load, if laid on the beam at rest, is liable to be 
considerably increased by the effect of percussion, 
as well as by motion imparted to the load, it fol- 
lows, that do allow the greatest load to be one-sixth 
of the breaking weight is hardly a sufficient limit 
for safety, even wpon the supposition that the beam 
1s perfectly sound. 

The practical truth of the approximate rule thus 
derived will evidently depend, not only cn the cor- 
rectness of the experiments, which is not to be 
questioned, but also on the correspondence of the 
several conditions under which they were made, 
with those affecting the structures referred to; and 
since the application of the rule would impose a 
large increase of section in girders designed to sup- 
port railway bridges, every item of the data upon 
which it is founded claims the scrutiny of the in- 
quirer. 

The report proceeds to state, that— 

In wrought iron bars no very perceptible effect 
was produced by 10,000 successive deflections by 
means of a revolving cam, each deflection being 
due to half the weight which, when applied stati- 
cally, produced a large permanent flexure. 





From the Merchant's Magazine. 
Internal Improvements of the State of 
New York. 

A SKETCH OF THE RISE, PROGRESS, AND PRESENT 
CONDITION OF INTERNAL IMPROVEMENTS IN THE 
STATE OF NEW YORK. 

Continued from page 1165. 
ENLARGEMENT OF THE ERIE CANAL. 


In January, 1836, the Canal Board made a report 
to the Assembly, (Doc. 98,) giving an account of 
the preliminary arrangements for enlarging the 
Erie canal, and doubling its locks. In July, 1835, 
the board ‘ resolved that the canal be enlarged, so 
as to give six feet depth, and sixty feet width of 
water on the surface ; and that the locks be 150 feet 
long, and 15 feet wide in the clear.” 

Three members ot the board voted for a canal 8 
feet deep by 80 feet in width; one for 7 and 70; 
and seven members for 6 feet in depth and 60 in 
width. At an adjourned meeting in October, a 
vote was carried for enlarging the canal to 7 feet 
in depth and 70 in width; the following members 
adhering to their original vote for a canal 6 feet in 
depth and 60 in width, viz: Lieut. Governor Tra- 
PE Samuel Young, John A. Dix, andA. C. Flagg; 

n. Van Rensselaer adhered to the same opinion, 
but was absent when the last vote was taken. It 
was decided to make the locks 110 feet long, and 
18 feet wide; 3 feet wider than the old locks. ~ 

It was estimated by the State Engineers that 
construction of double locks, and the enlargement 
of the canal to 7 feet in depth and 70 feet in width, 
would cost $12,416,150; and to 6 feet deep and 60 
wide, $10,368,331; not including the cost of land 
damages in cither estimate. 

This report refers to estimates made by John B. 
Jervis, and Holmes Hutchinson, for the purpose of 
showing the relative capacity and expense of trans- 
portation on canals of various dimensions, and 
with boats of different sizes. Mr. Jervis was in 
favor of a canal of the largest size, 8 by 80, while 
Mr. Hatchinson’s estimate favored a canal 6 by 
60, or 64 by 65. 

It was assumed in the report of the Canal Board 
that the enlargement of the canal, as finally settled, 
“7 by 70 feet, would lessen the expense of ge 
tation, exclusive of toll, about 50 percent. The 
cost of transportation, exclusive of toll, for the last 
seven years, averages nearly 50 per cent. less than 
for the preceding seven years. is has been ef- 
fected by bottoming out the canal, and giving to 
the transporter four feet of water, as originall 
contemplated when the Erie canal was constructed. 
Assured of four feet of water, honest measure, those 





engaged in canal transportation have constructed 
a class of boats which will carry 80 tons, drawing 
about 34 teet of water, and of a length and breadth 
adapted to the old locks of the Erie canal. 

At the legislative session of 1836, acts were 
m0 ag authorising the construction of the Black 

iver and Genesee Valley canals; for the con- 
struction of a towing path from Mud Lock, on the 
Oswego canal, along the Seneca river to Baldwins- 
ville; to reconstruct the Jocks on the Cayuga and 
Seneca canal of the width of the enlarged Erie 
locks, and make them of stone; and to replace the 
wooden locks on the Glenns Falls feeder with stone 
locks. Laws were also passed for the relief of the 
Chenango canal contractors, under which the ca- 
4 board made allowance to the amount of $254,- 

At the same session, charters were granted for 
forty-three railroads, nine of which have been con- 
structed, viz: Albany and West Stockbridge, Atti- 
ca and Buffalo, Auburn and Rochester, Lake 
Champlain and Ogdensburg, Lewiston, Rutland 
and White Hall, Schenectady and Troy, Shanea- 
teles, and Syracuse and Utica. An act was also 
passed, chap. 170, to expedite the construction of 
the New York and Erie railroad, authorising a 
loan of the credit of the State to said company for 
three millions of dollars, on certain conditions. 

Governor Marcy, in his annual message of 1836, 
said: ‘I have not been without apprehensions, and 
I still entertain them, that internal improvements 
cannot be long prosecuted on an extensive scale, 
unless sustained by a wise system of finance. No 
new work can be executed without using the pub- 
lic credit, and however high that credit is at this 
time, it cannot be liberally used, and long upheld, 
without some financial arrangements that will in- 
spire confidence at home and abroad.” “TI have 
heretofore expressed, and I deem it appropriate now 
to repeat, my regret that we have departed from 
the wise system in relation to finance under which 
our first public works were commenced, to the evi- 
dent detriment of the general cause of internal im- 
provements. The improvident practice of borrow- 
ing money without providing available funds for 
paying the interest, has already been carried to a 
point beyond which it cannot be pushed, without 
producing serious mischief.” ‘ Can we, with pro- 
priety, ask capitalists to put faith in our contracts, 
on the ground that the people, in some future age, 
will do what we decline to do, burden their resour- 
ces to pay the interest, which, in our time, were 
suffered to accumulate on the debts we had con- 
tacted ?” 

In the annual report of the comptroller, it was 
shown that in all the laws for borrowing money, 
after the completion of the Erie and Champlain ca- 
nals, the safe financial policy embodied in the act 
of 1817, had been disregarded. And the report 
said: “If money is to be borrowed, to be expended 
upon works which promise no return to pay inter- 
est or principal on the loan, a sum suflicient to pay 
the interest at least, should be provided by a direct 
tax.” And again, “If new canals are to be com- 
menced, or if stock is to be issued for any object 
whatever, on the credit of the people, the establish- 
ment ofa system of revenue on a firm basis, should 
precede 3 further use of such credit; and this 
system ought to be made sufficiently broad to cover 
$150,000 annually, to pay interest on the lateral ca- 
nal debts.” 

Notwithstanding these admonitions in the mes- 
sage of the governor and the report of the comp- 
troller, the legislature passed laws for borrowing 
two millions eight hundred thousand dollars to con- 
struct the Black River and Genesee Valley canals, 
and the only auxiliary funds provided for the pay- 
ment of interest, was the amount of premiums 
which might be obtained on the stock. This prov- 
ed to be nothing, and there was some difficulty in 
negotiating the loan at par. The legislature also 
authorised a loan of three million dollars to the 
Erie railroad, depending on the company to pay the 
interest.* 





* The legislature of 1836 was strongly impreg- 
nated with the “ unregulated spirit of speculation,” 
to which Governor Marcy alluded in his message. 
In that year, the foundation was laid for an expen- 
diture of not less than seven millions of dollars, on 





the Black River and Genesee Valley canals; and, 





This act required the company to construct’145 
miles of road, before receiving any portion of the 
stock, but this restriction was removed by acts 
passed in 1838 and 1840. 

James Powers introduced a resolution in the sen- 
ate, calling on the finance committee to inquire in- 
to the expediency of passing a law “levying a tax 
sufficient to pay the interest on all debts for which 
no means are provided.” Mr. Van Schaick, chair- 
man of that committee, made a very full and able 
report on the finances, [Doc. 35], and recommend- 
ed a half mill tax for five years; and also, that 
whenever the legislature proposes to construct a 
new canal, a section shall be added to the law, for 
levying a tax equal to the interest on the moneys 
to be borrowed, and to make up any loss on the 
work to be constructed. These salutary recom- 
mendations found no favor with the legislature of 
1836. In the session of 1837, fifteen railroads were 
chartered, none of which, it is believed, have been 
Seentrenee, No act was passed for any new ca- 
nals. 

In 1838, George W. Patterson, late lieutenant 
governor, was chairman of the canal committee of 
the assembly, and made a call on the cana] com- 
missioners for the amount of means at their dispos- 
al applicable to the enlargement of the Erie canal, 
and inquiring how much work they could immedi- 
ately put under contract, provided the legislature 
should authorise loans to go on with it. The com- 
missioners answered; that the york under contract 
was limited to the estimated surplus revenues of 
the canals; and they referred to various points on 
the Erie canal, where it would be necessary to 
commence without delay, if it was intended to 
complete the enlargement in five years. Mr. Pat- 
terson reported a bill to the assembly, requiring the 
commissions to put under contract, with as little 
delay as possible, the sections referred to in their 
report, and also such other portions as in the opin- 
ion of the canal board will best secure the comple- 
tion of the entire enlargement within five years, 
“and for supplying the funds necessary to complete 
the work within that time, the faith of the State is 
hereby pledged.” This bill passed the assembly by 
a vote of 91 ayes to3 nays; and, with some modi- 
fications, passed the senate by a vote of 17 to 6.— 
In about two years from the passage of this law, 
additional canal contracts were made, to an amount 
of more than ten millions of dollars.* 

The efforts of Mr. Patterson in favor of complet- 
ing the enlargement of the Erie canal in five years 
were ably seconded by the committee on ways and 
means, and by the celebrated report of Samuel B. 
Ruggles, a member of assembly from the city of 
New York, and chairman of thatcommittee. This 
report reviewed the financial policy ot the State 
for a series of years, commencing with Mr. 
Wright’s report in the senate in 1827; and came to 
the conclusion that a tax, and other measures pro- 
posed by the financial officers for preserving the 
credit of the State, were not required, and that if 
the legislature deemed it expedient to construct ca- 
nals, and assume railroads which had been con- 





including interest on the stock from 1842, a loss to 
the treasury of $6,256,261 55, on the Erie railroad 
loan. Of the twelve banks chartered at that ses- 
sion, one-half of them failed, previous to the close 
of 1842, drawing from the safety fund a million of 
dollars to cover their cefalcations. 


* The canal commissioners in their annual re- 
port of 1839, give the following account of the 
amount of work which they had put under con- 
tract, viz: 

On the Erie canal enlargement, p. 22..$10,405,913 
On the Black River canal, page 33.... 1,564,834 
On the Genesee Valley canal, page 43. 4,750,122 


Tota] amount of contracts.,..........16,720,869 

All but three millions had been contracted for 
within 15 months preceding January, 1839. Gov. 
Seward, in his message of 1842, page 17, says :— 
“The then commissioners, under the law of 1838, 
entered into contracts, pledging the treasury to pay 
sums equal to $12,477,336; all of which, except 
$579,204, was made payable before May, 1842.”— 
Before-that time, 6 per cent State stock had depre- 
ciated from 7 per cent above par, in April, 1838, to 
22 per cent below par. 
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structed by companies, the State might, without 
endangering its credit, or exposing its people to tax- 
ation, borrow four millions a year, for ten years, to 
be applied to these purposes ; and an act was pass- 
ed + to four millions of dollars for the 
year 1838. 

Wm. H. Seward was chosen governor in No- 
vembei, 1838, and in his first annual message in 
January, 1839, after recommending that the pat- 
ronage of the State should be extended to three 
great lines of improvement from the Hudson to 
Lake Erie, from Albany to Buffalo, and from Lake 
Champlain to Lake Ontario and the St. Lawrence, 
he referred to the report of the committee on ways 
and means of the preceding year, in the following 
terms: 

“T respectfully refer you to a report of a commit- 
tee of the last house of assembly, in which this 
subject is discussed with eminent ability, and 
which results in showing that the canals are a pro- 
perty substantially unincumbered ;+ that their pro- 

uctiveness would warrant the State in expending 
in internal improvements, $4,000,000 annually, 
during a period of ten years; and that the reven- 
ues of the canals alone, would reimburse this ex- 
penditure previous to the year 1865. This sum far 
exceeds any estimate of the expense required to 
complete the entire system, while it is not to be 
doubted that the parts yet to be constructed will 
eventually be productive of revenue. The con- 
clusions of this report, although of vast interest to 
the State, and, I trust, decisive of its policy, have 
not been questioned.” 

In the annual report of the comptroller, made to 
the legislature a few days after the message, the 
policy of adding forty millions of dollars to the 
State debt was questioned, and the financial policy 
recommeded from 1827 to the period referred to, 
was defended, in reference to the remarks made 
upon it in the report of the committee on ways and 
means, in 1838. The reader is referred to assem- 
bly doc. No. 242 of 1838, for Mr. Ruggles’ report ; 


“ and assembly doc. No. 4 of 1839, for that of Mr. 


Flagg. 

The assembly of 1839 passed bills authorising 
the issue of State stock tothe amount of $4,815,000 
for canals and railroads. These bills were all re- 
jected by the senate, with the exception of one, ap- 
eas $75,000 for the improvement of the 

neida river. 

The finance committee of the senate consisted of 
Col. Young, Gulian C. Verplanck and Alonzo C. 
Paige ; andeach made a separate report on finance. 
These are documents 96, 101 and 103 of the senate 
of 1839. 

Samuel B. Ruggles was — a canal com- 
missioner at this session, and discharged the duties 
of an acting commissioner. 

In his annual message, in 1840, Governor Sew- 
arc complained of errors in the estimates for the 
public works, and stated that “the confidence of 
the people in the policy of internal improvement, 
has sustained a severe shock, from the discovery 
that the State was committed by the legislature to 
an expenditure of thirty millions of dollars, for the 
completion of three works alone, upon estimates ot 
the same works rising only to about fifteen mil- 
lions.” ‘The discovery of the errors of our pre- 
decessors, has happened at a time when confidence 
is impaired, = depreciated, the sale of real 
estate arrested, and currency disordered.” “The 
policy indicated by public sentiment, and demand- 
ea by the circumstances of the times and the con- 
dition of the State, is to retrench the expenditures 
upon our works of internal improvement, and pro- 
secute the system with consideration and economy.” 
“Tt is doubted whether the Erie canal would not 
have been adequate for all useful purposes, if the 
scale of enlargement had been much less extensive 
than that fixed by the canal board; and itiscertain 
that smaller dimensions, or a more tardy enlarge- 
ment would have been adopted, had the estimates 
of the canal commissioners presented truly the cost 
of the work.” 





+ The message gave the debt of the State, over 
funds on hand, at $6,728.687 25. This did not in- 
clude loans to railroads, for the reason, as stated in 
the message, that “ the issue of those stocks is re- 

arded as a loan of the credit of the State upon un- 
oubted security,” 





In the assembly, Charles A. Mann, the present 
senator from Oneida, introduced a resolution, call- 
ing on the canal board for opinions relative to a 
change in the size of the enlargement, the length 
of time for its completion, the probable increase of 
tolls, and how much the debt could be increased 
during the next seven years, without resort to di- 
rect taxation, etc., and the extent to which aid may 
be given by loans of State credit to enterprises for 
internal improvements, without injury tothe finan- 
cial arrangements. 

The answer to this resolution was drawn by J. 
C. Spencer. The estimate for tolls in future was 
based on the actual rate of increase from 1826 to 
1839, in each period of ten years, at the same rate 
of annual increase, (7} per cent.) to be applied to 
the seven years referred to in the resolution. The 
table thus constructed is remarkably accurate, va- 
rying from the actual results only a few thousand 
dollars in each year. The report came to the con- 
clusion that ‘the debt of this State can be increas- 
ed fifteen millions of dollars, at an interest of six 
per cent. during the next seven years, or twenty- 
one millions at five per cent. without being obliged 
to resort to direct taxation, or to loans to pay inter- 
est.” The report also expresses an opinion, that in 
addition to three or four millions for the canals, in 
the ensuing year, another million might be loaned 
to railroads. The canal board came tothe conclu- 
sion that no change could at that time be advan- 
tageously made, in the size of the enlargement, or 
the character of the work. See assembly doc. No. 
306, of 1840. _ 


To be continued. 





Iron Lighthouse for the American 
Government. 

We have been favored by Mr. John Walker, of 
Gracechurch street, with a view of a corrugated 
iron lighthouse, which he is at present constructing 
for the American government. It is, we believe, 
to be fixed on one of the keys off the coast of Flor- 
ida. He has only contracted for the iron part of it, 
the lantern to be furnished by the Americans who 
are to erect it. It is now being put together at the 
Shepherd and Sheperdess fields, New North-road, 
Hoxton. 

The foundation is to consist of 16 solid wrought 
iron screw piles, which will be bedded in the solid 
rock, and are to rise 15 feet above it; 12 of these 
pillars will be disposed to form asquare 45 feet 
each way. ‘The remaing four will make a smaller 
interior square, and will be the foundation for the 
tower. On these, iron girders are to be placed, and 
above them a thick flooring of oak plank forming 
a platform, from which the lighthouse will spring. 

e now come to the part which is to be seen erec- 
ted at Hoxton. It may be divided into two parts— 
the house for the keepers of the light, and the lan- 
tern tower. The house is 38 feet square and 11 
feet in height, and is made of a double casing of 
corrugated iron three-eighths of an inch in thick- 
ness, and placed 5 inehes apart. 

It is divided into nine rooms by partitions of a 
similar construction ; the doors, windows, corners 
of the house, places where the partitions join the 
sides, and top and bottom of the sides, are all cased 
with angle iron. In a wooden house the angle 
iron is represented by the timbers, and the corruga- 


ted plates by the boarding. It is surmounted by a/O 


curved roof, which is of single iron plate, inside of 
which will be placed a timber roof, without this the 
heat would be intolerable. The whole of the house 
is bolted together in pieces 2 feet 6 inches in width. 
The tower is raised thro’ the roof and from the cen- 
tre of the platform. It is also made of a double 
casing of iron, is cylindrical, and 7 feet inside in 
diameter. It is divided into rings 6 feet in height 
bolted together, and each ring is lifted to its place 
in two pieces. The height from the platform to 
the commencement of the lantern is 76 feet. 

The tower derives much strength from a spiral 
castiron staircase which ascends to the lantern 
floor, and is supported by a solid iron newel. Each 
step, as it is bolted to the side, and also to the new- 
el, forms a stay in itself. To secure additional 
stiffness, pieces of gaspipe are to be placed be- 
tween the castings every 11 inches, and to be bolt- 
ed through. In addition, from the piles 12 staves 
of cast iron pipe, 11 inchesin diameter, will rise 
and be inclined to meet the lower at the top, just 





beneath the lantern, and also feur stays ffom the 
inner piling. This again will be stiffenened with 
vertical, horizontal, and diagonal bracing, so that 
when ereeted it will bave the appearance of a pyr- 
amid of iron net work, surmounted by a lantern, 
and enclosing a house and monster chimney. 

The doable casings spoken of will nut only bea 
great advantage with regard to strength, but also 
foc the purpose of ventilation. Openings are made 
ai the bottom of the building in the partitions and 
the tower, so that a free current of air will 
everywhere. The form of corrugated iron, which 
may be described as a-succession of waves in and 
out, or curves of contrary flexure, gives great 
strength in itself. What with the bracing, and 
the way in which both house and tower are tied 
together, it is supposed that it will completely re- 
sist ahurricane. The building will shortly be com- 
pleted and shipped to its destination —London 
Shipping Gazette. 





European and North American Railway. 

Telegraphic despatches from St. John and Fred- 
erickton, received on Saturday evening, announce 
the passage of the bill incorporating the European 
and North American railway, through the Assem- 
bly on Tuesday last. The bill gives authority for 
amalgamation of the company with companies un- 
der the same name in Maine and in Nova Scotia. 
The facility bill, similar in its terms to the Cana- 
dian law, guaranteeing the interest on half the cost 
of the road, has been introduced as a government 
measure, and is sure to pass. 

Nova Scotia.—A bill has been introduced into the 
house of assembly in Nova Scotia, for incorporat- 
ing the European and North American railroad, in 
that Province. The consideration of the bill by 
unanimous consent, was postponed till after the 
arrival of advices from the Hon. Mr. Howe, now 
in England, expected by the steamer Europa, to 
sail on the 15th inst. 

In the event of the failure of Mr. Howe; to ob- 
tain the direct assistance of Rritish government, it 
is proposed to adopt in Nova Scotia, the same pol- 
icy as in New Brunswick, and carry out the plan 
of the Portland convention. 

We learn that the attempt on the part of the 
house and the present ministry in Nova Scotia, 
to make the road in that Province as a govern- 
ment measure, was in opposition to the opinions 
of a majority of the executive committee, and that 
no confidence has ever been entertained by them 
in the success of Mr. Howe’s mission, if he sought 
to obtain direct assistance from the British govern- 
ment. By adopting the policy of Canada, which 
has been favorably received by the British gov.rn- 
ment, it is believed that the road can be carried 
successfully through.—Advertiser. 





New York Canal Tolls for 1851. 

The following table shows the rates of tolls 
which the canal board have fixed upon for the pre- 
sent, with the amount of reduction from the past 
year. 
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RAILROADS OF NEW YORK, 1850—-COMPILED FROM REPORTS MADE IN ACCORDANCE ‘WITH THE LAW. “= 
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Railway Law Case. 

In the Court of Common Pleas, at Claremont, 
N.H., last week, the case of Alvah Smith, versus 
Nashua and Loweil railroad company was tried. 
In the spring of 1849 the plaintiffhad a large quan- 
tity of hides transported by the company, and which 
he alleged were left in the depot of the corporation 
to be safely kept until the plaintiff should have had 
a reasonable time totake them away. He further 
alleged that throngh the negligence of the agents 
or servants of the corporation, the hides were sut- 
fered to become wet and to remain in that condi- 
tion till they were greatly injured, &c. 

The defence of the corporation was, that their 
agent notified the plaintiff when the hides arrived 
at the depot, that they could not remain there for 
want of room, and that he must take them away, 
and it was further contended that in point of fact 
there had been no negligence on the part of the cor- 
poration, in the care of the property. 

The court instructed the jury, that the corpora- 
tion could not be held as common carriers—that 
their duty as common carriers was performed, as 
soon as the goods were deposited in a safe place at 
the end of the route, and they cuuld alter that, be 
made liable only as depositories without there, in 
which case they could not be charged unless guilty 


of gross negligence. The jury were further in- 
structed that the plaintiff must make outa contract, 
but that notwithstanding he was told that he must 
take away the hides, still the jury might infer from 
the fact that the hides were actually stored away 
by the defendants agents, and from the other facts 
of the case that the defendants finally consented to 
let them remain. The jury returned a verdict for 
the plaintiff of five hundred and fifty dollars dam- 
ages.— Railway Times of the 27th ult. 


Maine. 

The people of Bangor are moving in the pro- 
ject of the construction ofa railroad up the Penob- 
scot river to Lincoln, a distance of 48 miles from 
Bangor, and 36 from Oldtown, the terminus of the 
Bangor and Oldtown railroad. A meeting was! 
recently held in that city, at which the Mayor pre- 
sided, with Gen. Veazie, Ira Fish, Asa Smith, and 
F’. M. Sabine, vice-presidents. The committee on 
resolutions, reported the following, which were 
unanimously adopied : 

Resolved—That a railroad up the Penobscot ri- 
ver is imperatively demanded, to give Bangor a 
cheap and easy connection with the forests which 
supply the material of its principal business, and, 





with a region of vast extent and fine agricultural 
capacities which it would open to a rapid and pros- 
perous settlement; and to recover and retain for 
Bangor the trade of the county of Aroostook, now 
being directed down the river St. John. 

Resolved—That such a railroad, along a route 
already thronged with travel and freight, running 
into a country, the resources of which are suscept- 
ible of an indefinite expansion and developement, 
exposed to norisk of competition in all future time, 
commanding the travel of the lower British Pro- 
vinces, and destined to be a part of the line of road 
which will connect the mineral wealth of Piscata~ 
quis county with tide-water, offers inducements 
as an investment of capital unsurpassed by any 
similar ary) nae in New England. 

Resolved—That it is expedient to procure imme- 
diately conditional subscriptions of stock that the 
road may be commenced as soon as the charter. is 
obtained. 


Speeches were made by many gentlemen, and 
the following persons were appointed a committee 
to procure a charter for the contemplated rail- 
road :—Messrs. Samuel Veazie, E.L. Hamlin, G. 
M. Weston, Amos M. Roberts, D. F. Leavitt, W. 
H. MeCrillis, E. C. Rawson. 
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The route is one of the most favorable in 
the country, and the road might be built, with the 
exception of a bridge across the Penobscot river 
for about $10,000 per mile. 
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To Contractors. 
HIO AND PENNSYLVANIA RAILROAD. 
Sealed proposals will be received at the office 
of the Ohio and Pennsylvania Railroad Company, 
in Pittsburgh, until Thursday, the 20th day of 
March next, for laying the Track from Pittsburgh 
to Massillon, a distance of 107 miles. Specifica- 
tions and forms of proposals may be obtained at the 
office in Pittsburgh, for two weeks previous to the 
letting, on application to Solomon W. Roberts, 
Chief Engineer. The proposals must be in accor- 
dance with the printed iorms, and addressed to the 
President of the Company. 
WM. ROBINSON, Jr., President. 
Pittsburgh, Feb. 6th, 1851. 





The Stock and Money Market. 

The stock market is not so buoyant as at the 
close of the past week, Prices are somewhat low- 
er. This result has been produced, in part, by the 
large amount of new securities offering, particu- 
larly the new issue of Erie bonds. The friends of 
this great work, among whom are embraced a very 
large number of our richest and most influential 
men, have been reserving themselves for that sale. 
In addition to this, the very rapid progress of rail- 
roads, and the large sums required in their con- 
struction, have naturally created some disquiet 
among those at the head of our monied circles, lest 
the immense amount absorbed by these works should 
bring on a revulsion in the market. Many of 
them feel it necessary, that a check should be put 
to the rapid growth of these works, and they conse- 
quently discourage investmentinthem. The buy- 
ers of bonds, too, make use of every depression in 
the money market as a means of beating down 
prices. All these causes combined have tended to 
render the demand less active than for a few weeks 
past. But the causes which have produced this 
state of things are temporary; and as soon as the 
opening of the season shall have communicated its 
natural impetus to every kind of business, securi- 
ties will share in the general improvement. 

Money is not likely to be any Jess abundant for 
some time to come, on account of what is ex- 
pended upon our railroads. So long as they are 
in progress, they call into action all the means of 
the country, and stimulate every kind of business ; 
and while the expenditure is going on, money will 
continue plenty, There was no scarcity of money 
in Massachusetts so long as the construction of her 
roads were in full blast. Since 1840, that State 
must have expended nearly $60,000,000 in rail- 
roads: equal to an annual expenditure of $6,000,- 
000. For a number of years, the annual amount 
of railroad calls in that State must have been at 
least $10,000,000. ‘I'he expenditure of these vast 
sums stimulated every kind of business in that 
State to an extraordinary degree. Massachusetts 
apparently moved forward faster than any State in 
the Union. Her prosperity was a proverb. This 
was ascribed to the influence of railroads. Expe- 
rience has since shown that a great part of it was 
fictitious, rather than real, and that it was due to 
the construction, rather than to the influence of these 
works. Their completion put a stop to the expen- 
diture of six or eight millions annually. This 
amount was so much taken away from the ordina- 











ry channels of business and industry, and every 
kind of employment sustained by it, was left with* 
out a support. This cause alone would have been 
sufficient to have created a scarcity of money.— 
But the evil did not end here. A large portion of 
the available means of the State was not only in- 
vested, but was actually lost, by the unproductive- 
ness of her railroads, Every dollar that could be 
raked together was put into them; and when it 
turned out that no small portion of this money was 
actually wasted, as far as income was concerned, 
it was this cause that produced the stringency 
which has so long prevailed there. If all the rail- 
roads in Massachusetts, or in which her people are 
interested, had paid a dividend of six per cent., and 
held out sufficient encouragement that they could 
continne to do so, no inconvenience would have 
been felt from the investment of $75,000,000 of the 
property of the State in railroads. The reason of 
this is perfectly obvious. If all the investment had 
paid a fair dividend, every person would have had 
an equivalent for his outlay. He would have been 
as well off with his stock as he was with his mon- 
ey, for it would always have commanded money, 
or would have become the basis of a credit, which 
would have answered the same purpose. Money 
in its ordinary form is nothing but a credit, and its 
abundance bears in the long run an exact ratio to 
the amount of the property in the community, re- 
quiring to be transferred from hand to hand. A 
person who has an undoubted six per cent. stock, 
can always command money in any state of the 
market. There will always be a plenty of money 
where there are an abundance of such securities; 
for, as we before said, money is simply a credit, 
which always exists in proportion to the means 
upon which to base it. But in Massachusetts, 
some $25,000,000 were actually lost in public 
works, Those who invested in them lost so much 
of the ability to pay, and money became scarce to 
them, because they had lost the means of getting 
it. The only way to make it abundant again was 
to curtail business, or to supply the vacuum creat- 
ed with future earnings. In Massachusetts both 
of these alternatives have been resorted to, and the 
result is, a constantly increasing ease in the mar- 
ket. 

New England led off in the construction of rail- 
roads on a large scale. For these, Boston furnish- 
ed the means. Almost every other part of the 
county have now undertaken these works with an 
equal zeal, and many portions of it to an almost 
equal extent. New York now stands in the same 
relation to the railroads of the United States, that 
Boston did to those of New England. The former 
now furnishes a great part of the money required in 
the construction of railroads in progress. The ac- 
cumulated property of a country naturally flows to 
the commercial emporium, and every section of the 
county, and all parties who have a great work on 
their hands, come here for money to make their 
foreign purchases, As these works are in full 
blast, and the more important of them have secur- 
ed abundant means, their progress must make 
money very abundant for some time to come; at 
least till they shall be completed. The great ques- 
tion then to be considered, in reference to the ef- 
tect of the construction of railroads upon the money 
market, is the productiveness of these works. If 
they shall prove to be profitable investments, we 
have nothing to fear from their influence, because 
they will then become the basis of a credit, which 
is ‘the equivalent of money ; and, independent of 
this, they will increase the means of those accom- 
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modated by them, toa much greater extent than 
their cost. In such case, they can no more cause 
a scarcity of money, than can the purchase of a 
ship or a store, which yield a large return upon 
their cost. If, on the other hand, these invest- 
ments to any considerable extent shall be ost, then 
their influence upon the market will be justin pro- 
portion to the extent of this loss. 

At the present time, the amount invested by this 
city, and by the capitalists ot the country generally, 
are in the bonds of companies. The calls of our 
most expensive roads in the Atlantic States, such 
for instance as the Erie and Hudson River rail- 
roads, are almost entirely upon donds. Those of 
roads in progress, are based upon capital already 
paid up, so that no loss can happen to the new in- 
vestments. In the new, and in the western States 
particularly, the wants of which are now making 
the greatest draught upon the capital of this city, 
their people can, without embarrassment, prepare 
the road for the iron. If the expenditure up to this 
point shall be entirely lost, it would neither affect 
those making it, nur the ordinary business of the 
country. Upon eastern roads, the most expensive 
items in railroad construction, are the lightest in 
the west. Now we do not see how the progress of 
railroads can immediately affect the money market 
unfavorably, unless it can be so shown, that the 
amount so invested, or a portion of it, will be lost, 
of which we cannot at present see any danger.— 
We do not see how the bonds, which are now the 
favorite mode of investment, can fail to be good; 
or, in other words, we see no reason to doubt that 
both the principal and interest which they repre- 
sent, will be promptly met. Not only this, but we 
believe that the stock of western railroads will pay 
vastly better than the bonds they issue. Such is 
the general belief, and such is their experience so 
far. It cannot be otherwise. They are built at a 
third, or a quarter of the cost of eastern roads, and 
they must of necessity doa larger business. They 
will thus be able, not only to carry at much less 
rates, but will pay much better. Unless then 
railroads are pushed to such an extent that they 
will not pay, their construction has a much less 
tendency to cause a stringency in the market, than 
is commonly believed. If, on the other hand, we 
go into speculative movements, and start schemes 
that can never yield any income, the same state 
of things will be brought about in New York that 
we witnessed in Boston. 

Another favorable feature in relation to our rail- 
roads in progress is the fact, that they supply toa 
considerable extent, by the increased value of pro- 
ducts which they bring to market, the vacuum 
created in the capital of the country by their cost. 
Many of our expensive lines will soon pay for 
themselves in this way. 

The means of a large number of our works are 
furnished by State guarantees. ‘These securities go 
to Europe for investment, and instead of exhausting 
our means, such works directly add to our present 
available capital. What is true of State, is also 
true of a great many municipal securities, that are 
well known. A large amount of our best railroad 
bonds go abroad for investment, It may be a grave 
question as to the wisdom of contracting so large a 
foreign debt. We are merely speaking of its effect 
upon the market. 

Such we believe to be a correct view of the ef- 
fect of our present railroad investments. So long 
as we confine ourselves to paying lines, and keep 


clear of speculative schemes, we have little to fear. 
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This is the limit of safety; and as our roads can- 
not be built without the aid of our capitalists, it 
rests with them to say whether our progress shall 
be a healthy or a speculative one. With them 
rests the responsibility, not with our companies. 


SALES OF STOCK IN NEW YORK. 


March 5. February 28. 
Sales. Sales. 
U.S 67 Loan...... 1154 115} 
ae 814 _ 824 
Harlem R.R........ 68 69 
Stonington......... 414 42 
Bah, MM acdaises eas 234 234 
Norwich & Wor.... 61 61 
Del. & Hudson..... 130 1334 
Rochester « Syracuse 110 112% 
MME feds 6éeecs G14 60 
Morris Canal....... 174 20 
Erie income ........ 93 93% 
Hudson River....... 814 82 
_ “  Bords. 103 104 
Utica and Sch’y RR. 122% — 
COMMON cde a Bits vctue 53 58 
Farmers Loan...... 644 673 


SALES OF STOCKS IN BOSTON. 


March 4. Feb. 2 


Old Colony Railroad........... 67 683 
Boston and Maine R.R.........106 1052 
Eastern Railroad. ..........00.- 1034 1034 
Fitchburg Railroad. ............ 1114 1113 
Michigan Central Railroad..... 944 — 
Northern Railroad...... ..0. ees. 70% 72 
Vermont Central Railroad. ..... 344 35 
Vermont and Mass. R.R..-...... _ 30 
Western Railroad.............. 1063 107 
Ogdensburg Railroad........... 38 394 
HWANG HAIR ..00.caccceces 59 584 
Boston and Worcester Railroad. 104% 105 
Rutland Railroad Bonds.... .... 88 85 
Ogdensburg Railroad Bonds..... 994 99 
Vermont Central R.R. Bonds.... 924 92 
Boston and Providence R.R...... 854 86 
Philadelphia, Wilm’gton & Balt. 30} 30 
CRE IE: éxeu cone eave Hewde% 554 — 
CROSS TE win sic 5 vivisind cade cs -- 62 
Nashua & Lowell. ........ sccees -_- 1083 
Manchester and Lawrence.... .. 90 90 
Worcester and Nashua.......... 514 51 





Whitney’s Railroad. 

The last Congress adjourned without even en- 
tertaining Mr. Whitney’s railroad project. It has 
gone to the ‘tomb of the Capulets.” Mr. Whit- 
ney’s only chance of success was on its first intro- 
duction into Congress, and before the public had 
an opportunity of becoming acquainted with its 
real character. 





Grants of Public Lands for Railroads. 

Congress has adjourned without passing any of 
the reported bills in favor of granting portions of 
the public lands in aid of railroad projects. We 
expected this result. There is to our mind but 
little probability that Congress will make any fur- 
ther grants, unless a general system is adopted by 
which the works of all the States shall fare alike. 
Hardly any measure can now be carried through 
Congress upon its own merits, A large portion of 
the members must be equally interested, or mea- 
sures must be carried through in bundles, in which 
each have a ticket. 

We presume that the Illinois canal bill c>uld 
not have been carried through unless the tariff 
men supposed, that by passing it, they were se- 
curing votes for their projects. Finding them- 
selves jockied in this, they will hardly trust them- 
selves to vote large quantities of land to the West- 
ern States, unless they secure something substan- 
tial in return. 

We were very desirous of seeing some of the 
more important works in the west aided by the 


general government. But we do not expect this to be 
done under the existing state of things. 


Ohio. 

Springfield and Mansfeld Railroad.—A meeting 
was held at Mechanicsburgh on the 12th of Feb- 
ruary, of the stockholders of the Springfield and 
Mansfield railroad company, at which the follow- 
ing gentlemen were elected directors, viz: 

James Turner, Reuben P. Mann, Wm. Gabriel, 
of Union county ; Obed Hor, of Champaign coun- 
ty; and William Whitely and Charles Anthony of 
Clark county. 

Charles Anthony was chosen President. Wm. 
Whitely was appointed acting director. 

The board resolved to proceed as fast as practi- 
cable with the work, and a committee was appoint- 
ed to employ an engineer. The object of this road 
is understood to be to form an “ important link in 
the direct line from Philadelphia and Pittsburg to 
Cincinnati.” 

Junction Railroad—Ruailroad from Sankusky to 
Toledo.—An election was held last week to author- 
ize a subscription by the trustees of Portland town- 
ship of $50,000 to the Junction railroad, east of 
Sandusky, and for $100,000 tothe road between 
Sandusky and the Maumee river. 

For the $50,000 subscription the vote stood as 
follows :— 


WOR PRION CBSE Sid cook evcccecccneiaeaveecas 474 
UMMM Wii wed se en,cseiaccevsasecadnuddeaaeeas 16 


BROT cc diniicd.c0 BS Siieceetimeue’ 458 
Upon this question all electors were entitled to 
vote. 

{ On the $100,000 subscription the vote stood 
thus :— 


Ur SUTURE WINES wine. cu xan daecuvasdaucuaeans 312 
INGE ins's kai ce dase sisadea audeddes SAU 








METIS sisi os inne ond Ved cee seunredain 304 
Upon this question none but the owners of real 
estate were entitled to vote. 
This is an extraordinary unanimity on a very 
important question, from which we anticipate hap- 
py consequences.—Sandusky Clarvon. 





European and North American Railway. 

The Steamer Europa, it is stated, brings private 
letters from Mr. Howe, who recently went out to 
England for the purpose of enlisting the home go- 
vernment in aid of the above work, which leaves 
no Coubt of the complete success of his mission. 





The Nicaragua Route. 

The route of intercommunication, through Cen- 
tral America, between the Atlantic and Pacific 
oceans, is found to be much more favorable than 
was expected. The latest information has been 
received by the steamer Prometheus, at New York, 
and is thus stated in the Express: 

The route has been changed, we learn, much to 
the advantage of the company. As now arranged 
under the surveys of Mr. Childs, the chief engineer 
of the company, and formerly engineer of the State, 
the Atlantic starting point will be San Juan, and 
from thence to Lake Nicaragua, a distance of 84 
miles. There will be but 12 miles of canal and 
two or three locks and dams in the river San 
Juan. 

The Lake is navigable to the river Lagas, on 
the western shore, and from thence to the Pacific, 
the distance is but 12 miles ard thirty chains, 
where there are two beautiful harbors and of suf- 
ficient size and depth of water to ride a large num- 





ber of first class ships. The Pacific port selected, 








has been San Juan del Sud, (or the San Juan of the 
south,) as distinguished from the Atlantic port 
known as San Juan. The lakes and rivers are 
navigable at all seasons of the year, and the tran- 
sit route selected makes the distance from ocean to 
ocean only 130 miles, with no other interruption 
than the canal of 12 miles. 

The new route saves 150 miles of distance and 
reduces the contemplated canal by the way of Rea- 
lejo forty miles. The summit elevation is not 
over forty feet or three times less than on the line 
first proposed. The saving of expenses of course 
will be in propcrtion, and the route will be much 
more practicable than the one first surveyed. The 
“Director” is now running on the Lake Nicara- 
gua, where she is doing a most profitable business, 


her receipts during the month of January being not 


less than $8000 a week, or 32,000 during the month. 
Her communication is between Grenada and the 
Rapids of Castillo Viejo, a distance of 130 miles. 
The Director is commanded by Capt. Leighton, 
and was the first vessel ever taken over the Rapids. 

Captain Vanderbilt, whoreturned in the Prome- 
theus, has examined the harbors on both oceans 
and completed his plans for opening the line of 
communication. He reports his plans are nearly 
completed, and declares that in forty days, three 
iron boats will be running in connection with the 
Director. Two of these, the Wilmington and De- 
laware, are already built, and the other nearly 
completed. This will make a new and important 
communication between the two oceans, and great- 
ly increase the Lusiness between not only Califor- 
nia and New York, but ultimately between the two 
worlds, 

Kanawha Cannel Coal. 

We learn from the Kanawha Republican that 
Howland, Aspinwall & Co., have purchased from 
Col. Wm. M. Peyton a portion of his coal property 
on Cole River. I[t is the intention of the company 
to supply steamships plying between New York 
and the Isthmus with coal from this source. The 
Kanawha river will be improved for this purpose 
early in the ensuing spring. —Rich. Whig. 





Alabama, 

Alabama and Tennessee Railroad —We learn 
that the chief engineer of this road, Mr. Troost, on 
his recent visit north, purchased 5500 tons of iron, 
sufficient to complete the road to Montevallo, a dis- 
tance of 57 miles. The road bed up to this point 
will be in readiness to receive the iron as soon as 
it is shipped from England. 

The great object of this company isto build their 
road to Rome, Geo., at which place a junction will 
be formed with the Georgia railroad, and by means 
of this with all the roads of the country. The dis- 
tance from Selma to Rome is about 180 miles. 
This, the company propese to finish in sections of 
about 45 miles each year. We presume that they 
will find no difficulty in doing this. The route is 
a good one: he county traversed is one of the best 
in the south, the means of the people ample, and the 
best feeling prevails in reference to this work. 

After the completion of the road to Rome, the 
company will then, we presume, construct a track 
to Gunter’s landing on the Tennessee river, and 
thence to the Memphis and Charleston road, for the 
purpose of opening a communication in a north- 
westerly direction. When this shall be formed, as 
well as the one to Rome, the above road will not 
only be one of the most, if not the most important 
in Alabama, but will always occupy a conspicu- 
ous position among the railroads of the United 
States. 
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) New York. 


Another Railroad.—The Buffalo Commercial 
Advertiser of Friday learns that a project is on foot 
to organize a company to construct a railroad from 
that city to Dunkirk, there to connect with the 
Dunkirk and State-line road. The new road to be 
a wide gauge, and connect at that city with the 
Hornellsville road. 





Tennessee. 

Chattanooga, Harrison and Cleveland Railroad. 
—The commissioners of this road met at Chatta- 
nooga on the 19th ult., and organized by the ap- 
pointment of Col. B, R. Montgomery as President, 
and Col. James A. Whitesides as Secretary of the 
board. 

John C, Gaut, of Cleveland, and B. R. Mont- 
gomery and James A. Whitesides, of this place, 
were appointed agents of the company to receive 
subscriptions of stock—to employ an engineer to 
make a survey and map of the road, and an esti- 
mate of the cost of its construction, and to take such 
other preliminary steps as may be necessary to in- 
sure a complete organization of the company, and 
the early construction of the road. 

As the line is a short one and few difficulties of 
route exist, it is the intention of the agents to pro- 
vide the means of survey at an early period, in or- 
der that all interested may be correctly informed as 
to the character of the work, its length, route, pro- 
bable cost, etc. 

The importance of this line as part of a system, 
which will not only give a connection between the 
eastern and western portions of our State by rail- 
road, but also to the Nashville and Memphis road 
a direct connection with the line, passing eastward- 
ly through the valleys of East Tennessee and Vir- 
ginia, (and to the roads of the east a connection in 
time with them,) will now be fairly set before the 
public, and we doubt not, such an interest awaken- 
ed as will carry this, an essential part of a Ten- 
nessee system of railroads, to a completion simul- 
taneous with the other improvements.—Chattanoo- 
&@ Gazette. 





Massachusetts, 

Old Calony Rallroad.—The following gentle- 
men constitute the board of directors of this com- 
pany for the present year, Viz:—Francis B. Crown- 
inshield, H. Hollis Hunnewell, Wm. J. Walker, 
James W. Sever, Nathaniel Whiting, Alexander 
Holmes. 

Vermonl and Massachussetts .Railroad.—The fol- 
lowing are the directors of this company for the 
year 1851 :—Thomas Whittemore, of Cambridge, 
John W. Swift, of Boston, Henry Chapman, of 
Greenfield, James Ellison of Boston, Joseph Good- 
hue. 

Western Railroad.—The officers of this company 
for the ensuing year, are:—Wm. H. Swift, presi- 
dent, Ellis Gray Loring, clerk; Stephen Fairbanks, 
treasurer, and George W. Warren, auditor—a new 
officer, with a salary of $2500 a year. 

Wheeling Bridge. 

The Pittsburg Gazette publishes a despatch to 
the effect that Chancellor Walworth has decided 
that the bridge at Wheeling must be elevated, the 
cost of which elevation he estimates at two hun- 
dred and eight thousand dollars. If this opinion 
of Commissioner Walworth who was simply ap- 
pointed to take evidence in the cause, shall be sus- 
tained by the Supreme Court, the decision may be 
considered as involving the destruction of this mag- 
nificent work ; for the necessary sum for making 
the proposed alteration can hardly be raised, We 
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differ totally from the conclusions of the commis- 
sioner that the bridge is an obstruction to naviga- 
tion—except perhaps in a few instances where 
boats were built in Pittsburg, since the erection of 
the bridge, expressly with reference to their inca- 
pacity to pass under the bridge, in order to get it 
pulled down—and we trust it may long remain as 
a monument of art, and an incomparable conve- 
nience to the public.— Winch Rep. 





Pennsylvania, 

Norristown, Doylestown, and New Hope Railroad. 
—The Miners Journal states that preparations are 
making to push this road through trom Norristown 
to New Hope, where it will connect with the Lam- 
bertville and ,Trenton railroad. It will also con- 
nect with the proposed People’s railroad near Nor- 
ristown, and forma continuous railroad from Potts- 
ville to New York, on a much better grade than 
can be obtained by any other route. It would only 
require about 25 miles of road to be made to form 
this connection,—and the interests in New Jersey 
and in Montgomery and Bucks counties could make 
it—a single track could be laid down for that dis- 
tance for less than $400,000. By this route coal 
could be transported cheaper to New York, than 
by any other route of railroad now making or in 
progress. 

Central Railroad.—The mountain section of the 
Central railroad is soon to be placed under con- 
tract to provide funds for this purpose, the city of 
Philadelphia has authorized a new subscription of 
thirty thousand shares, ($1,500,000) whenever the 
same amount is raised from other sources, indivi- 
dual and corporate subscriptions. This, it is be- 
lieved can be readily obtained, and will ensure the 
early completion of this great work. 


Gorgia, 

Atlanta and West Point Railroad.—This work 
is progressing very rapidly. The iron is already 
laid on about 25 miles of road upon the Atlanta 
portion of the line. The railroad from Montgom- 
ery, eastward, is now completed to within about 3 
miles of West Point, and will in a short time be in 
complete running order to that place. In the mean- 
time, the Atlanta and West Point road will be 
pushed forward towards its ultimate terminus with 
all possible despatch. 

Im portant Discovery: 

We learn from the Honesdale Democrat, that 
Mr. E. White of that place has succeeded in con- 
structing a furnace by which glass is manufactur- 
ed with no other fuel than anthracite coal. The 
result, adds the Democrat, is so completely satis- 
factory that Mr. J. Brookfield, the proprietor of the 
glassworks, has dismissed all his wood choppers, 
intending as soon as the fires are extinguished for 
the coming season, to rebuild his furnaces upon 
Mr. White’s plan. Anthracite coal has never 
heretofore been used in any part of the world in the 
manufacture of glass. 





Ohio. 

Toledo, Norwalk and Cleveland Railroad Com- 
pady.—A meeting of the stockholders of this com- 
pany was held at Norwalk on the 18th inst. It 
was very generally attended from all parts of the 
line. 

The amendments to the charter, granted by the 
legislature at its present session, was adopted and 
a general exposition of the affairs of the company 
and of the progress of the work, made. The con- 
tractors who have taken jobs on the western sec- 
tion of the road, are pushing them forward with 
vigor, and arrangements are being made to put the 
remaining part of the line under contract. . 

The while distance from Cleveland to Toledo by 


st snueaenemmemantaeimmemnnneel 
the way of Rawson’s Mills, Oberlin, Hamford’s 
Crossings, Norwalk, Monroeville, Bellevue and 
Freemont, is a fraction over one hundred and ten 
miles, and of this distance only filty-six miles, 
not already under contract or finished, remains to 
be supplied. It will be filled up with all reason- 
able despatch. 

The Michigan Southern railroad company has 
been protected in its chartered rights from Michi- 
gan city to the west line of Indiana, by the legisla- 
ture of Indiana. 

It is understood that they have succeeded, and 
that their.line from Chicago to Toledo will suffer 
no delay in an early completion from this cause. 
This road is of great importance to the interests of 
the Lake Shore road through this State, and when 
completed, an unbroken stream of travel will pour 
around the southerly bend of Lake Michigan, and 
thence along the line of this road and the shores of 
Lake Erie. 





Alabama, 

Onion Town Railroad.—By the following pro- 
ceedings it will be seen that our Union Town triends- 
have organized, preparatory to commencing ope- 
rations on the railroad between there and this place. 
We know not what amount of stock has been rais- 
ed; we presume, however, from their organising 
they think they can see their way clear. It would 
indeed, be strange, if a railroad so much needed, 
along a line, settled with so many wealthy plant- 
ers, should fall through : 

Ata meeting of the board of directors—together 
with the stockholders generally, of the Alabama & 
Mississippi railroad company, held in Union Town 
on Saturday, the 8th of Kebruary, 1851, James L. 
Price was elected president of said road. A. P. 
Walke, secretary, and Wm. ‘I’. Moore, treasurer. 

At the same meeting an executive committee 
was appointed consisting of R. H. Adams, J. R. 
John, and Col. Jno. H. Davidson.—Selma Rep. 


New York, 
Erie Railroad.—The receipts of this railroad for 
the month of February have been as follows :— 








For passengers and mail..........-. $51,743 36 
PEON 5.000 cbt cencecece seeecese 73,361 84 

TOL in eee cece veces voce scess Rae 
a | eer 102,212 91 
rere er $22,892 29 


The receipts in Jan. and Feb. are.... $270,014 00 
Same time, 1850 215,167 00 


Excess, 25 per cent $54,847 00 

Buffalo and Conhocton Valley Railway.—The 
Steuben Advocate of the 19th states, that ground on 
the Buffalo and Conhocton Valley railroad, was 
broke on that day at Bath, and that in a few days 
operations on the whole line from Bath to Paint- 
ed Post will be commenced. 

Hudson River Railroad.—The following it is 
stated is the proposed arrangement to connect the 
Hudson river railroad with the Central line run- 
ing from Albany to Buffalo. The Hudson river 
railroad is to unite with the Western railroad in 
establishing a ferry from the depots on the eastern 
side of the river, to pier opposite the foot of Maid- 
en-lane, from which place a bridge will be thrown 
over the canal basin to Maiden-lane. It is calcu- 
lated that eleven minutes will be sufficient time to 
take passengers from the cars at Greenbush, to the 
ears in the Albany and Schenectady depot. In re- 
lation to this matter, the Albany Evening Journal 
says: 

To accomplish this, and have the landing of the 
two ferry boats at the end of this bridge they will 
be required to purchase and excavate four pier 
lots, two above and two below the presentcut. ‘The 
cost of the lotsand excavating the same is estimat- 
ed at $25,000 which sum they ask of the city. 

New Railroad from Utica to Syracuse.—The Sy- 
racuse Star states that a company of gentlemen, 
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from Utica, interested in the Mohawk Valley 
railroad, recently visited Syracuse for the purpose 
of conferring upon the subject of a new railroad 
between the above cities, to cut off the circuit at 
present made by way of Rome. It is stated that 
the new route will have from 10 to 13 miles over 
the old one. It isalso stated that a sufficient amount 
of stock has been subscribed to authorize an crga- 
nization of the company, and that the articles of 
association have been filed in the Secretary of 
State’s office. 

Rutland and Washington Railroad.—The follow- 
ing gentlemen have been elected officers of the 
Rutland and Washington railroad for the ensuing 
year :—Merriet Clarke, West Poultney; D.S. Mil- 
ler, New York; J. W. Baldwin, Boston; John 
Bradley and T. F. Strong, Burlington; Horace 
Clarke, Middletown, and H. N. Graves, Greenville, 
N. Y., directors. M. Clark, president; J. W. 
Bradley, vice-president; H. Clark, treasurer and 
superintendent, and E. 8. Sunderline, clerk. 





Indiana, 

Madison and Indianapolis Railroad.—The fol- 
lowing table shows the comparative receipts of this 
road for 8 weeks of the years 1850-51 commencing 
from January 1 :— 








1850. 1851. 

Ist week $4,500 $7,000 
Sh” | enspese nacaenenanne 4,221 7,500 
.  akearecnsacnsnenamas 4,810 8,100 
Ge | fave chen setecdenedacs 4,758 8,100 
Dil ncencatanganiaenstias 3,507 6,100 
ee. cana nnnddesnsannente 3,024 6,450 
dS aee gee SRenoteeanes 3,011 6,100 
Ce sedeovdendeeideacwess 3,144 5,500 
SOB coven qanecgvc dul $30,975 $54,850 
Excess, over 75 per cent... ces. sese cess $23,875 


Rhode Island. 

Providence and Worcester Railroad.—T he follow- 
ing statement shows the comparative income of the 
Providence and Worcester railroad company, for 
the years 1849 and 1850: 





1849. 1850. 
HGQWINE iad ices decrees $217,253 76 $202,701 10 
Expensces........ 101,231 71 95,180 50 
See eer en oe $116,022 05 $107,579 60 


De’ct interest paid on bonds 33,784 62 25,877 33 
Net MNCOMEG ices sass sees $82,237 43 $81,793 27 
The directors say, during the past year, consid- 

ering the depression of business, the road has been 

operated, perhars, with as much success as could 
reasonably have been anticipated. 


Ohio. 

Mr. E. Gest, chief engineer of the Ohio and Mis- 
sissippi railroad, has just returned from a visit to 
the advance party of engineers and a reconnoisance 
of the line as far west as the flat lands east of Vin- 
cennes, and reports that a far better line has been 
found than he or the most sanguine friends of the 
road had reason to suppose. It is now reduced to 
a certainty, that the road can be built at a reason- 
able cost, with grades in no case exceeding thirty- 
five feet per mile, curves of not less radius than 
twenty-five hundred feet, and that the entire dis- 
tance between Cincinnati and St. Louis will not 
exceed three hundred and twenty-five miles. The 
distance from Cincinnati to Louisville is one hun- 
dred and thirty-six miles, via the Jeffersonville 
road, and that of Indianapolis, via the Madison 
road, one hundred and thirty-two. And also re- 

orts that the barren nobby lands of Jackson and 
Taceues counties are in every respect equal if 
not superior to Warren, Butler and Montgomery 
counties of our own State, their topographical fea- 
tures being very similar, each having their fertile 
bottoms and uplands—that the cost of getting their 
wheat to market is now about 30 cents per bushel, 











which accounts for their standing on the Auditor’s 
books at the rates they do. 

If under such embarrassments they pay over the 
average rates of the State tax, what will they do 
with the great highway, the Ohio and Mississippi 
railroad passing through them ?—Cincinnrti Com- 
mercial. 





Tennessee. 

Nashville and Chattanooga Railroad.—We have 
received the third annual report of this important 
work, submitted at a meeting of the stockholders, 
held on the tenth of December, 1850. In reference 
to the condition and progress of the road the Pres- 
ident states :— 


“On that portion of the road extending from 
Nashville to the Tennessee river, a distance of 
123} miles, two-thirds of the graduation and ma- 
sonry have been done. Timbers for superstruc- 
ture have been delivered on some twenty miles, 
nearest to Nashville. On some five or six miles 
the timbers have been Jaid down and the iron rails 
are now being laid on the track. You will see 
from the report of the Chief Engineer, that the gra- 
ding of about forty-three miles has been complet- 
ed; and we confidently expect, in all of next year, 
to get upwards of seventy miles of road done.” 

* The means of this company, as stated in our no- 

tice of the preceding annual report of this compa- 

ny, are ample for the completion of the work. They 

may be stated as follows :— 

City of Nashville subscription.. ........$500,000 
* Charleston “ 

Georgia Railroad and Banking Co. sub- 


SCM ced xetinedd sdcdcndavadiunss 250,000 
Town of Murfreesboro’ subscription ..... 30,000 
Individual subscription........ .... sss. 780,765 
Bonds with State endorsement.......... 500, 

Oc aes ceuc cones seneanpeancans $2,560,765 


The total amount already received is as jol- 
lows :— 
Collected on stock.......... 
Charleston city loan........ 005.60 
Received for interest on cash loaned 
Out, premiums, &c 


se 2-$8977,368 57 
248,000 00 


7,963 56 
$1,233,332 13 


The following shows the amount already expen- 
ded :— 


For iron rails, chairs and spikes.... $497,887 98 
Graduation, masonry, bridges, engi- 

neering, depots, &C.... 2.2... 200 529,049 43 

Total expenditure. ........ ++. $1,026,937 41 


The present resources of the company are as 
follows :— 


Cash in the hands of agents......... $113,438 15 
‘© bank and cash funds......... 53,631 35 
Notes of stockholders............... 39,325 22 
Add the amount of individual stock un- 
eee ee eee 333,396 43 
" yet to be paid by Char- 
MAGE: oe Sdinccacdes 2,000 00 
sy Georgia railroad and 
banking €6.... ‘..<: 250,000 00 
“s company’s bonds en’d. 
WR eis entncoena 500,000 00 
Dla . ce sidiidves Seanenc bees $1,541,791 15 


This work is regarded with great interest by ev- 
ry part of the country as an important one in car- 
rying forward the great southern system of rail- 
roads to the Ohio river, In relation to this the 
report says :— 

“ Before closing this report, your directors deem 
it not out of place to offer a few remarks as to the 
probable prospect for business and profit on your 
road. The object with the friends of internal im- 
provement in the south—one of vital importance to 
the whole southern section of the confederacy, in- 
asmuch as it is one means of securing to the south 
a real permanent independence—is to effect a safe, 
speedy, certain and uninterrupted communication 





between the valley of the Missi i and the At- 
lantic. Various fruitless attemptsshave been made 
to secure this desirable object; but it was for your 
road to pierce the hitherto impassable barrier of 
Cumberland Mountain, and open to the produce of 
the rich valley of the Mississippi, a free to 
the waters of the Atlantic. In order to illustrate 
more fully the advantages of a system thus far so 
happily commenced, we think we cannot do better 
than to compare the distances between some suita- 
ble point on the Mississippi, and various points on 
the Atlantic coast. Cairo, at the confluence of the 
Mississippi and Ohio, is the nearest point—it is at 
the head of perpetual navigation, beyond all inter- 
ruption either from ice in winter or low water in 
summer, both of which frequently prevent naviga- 
tion above that point on the Mississippi and Ohio 
rivers. It is the great reservoir for all the agricul- 
tural products of the north and northwest—the na- 
tural point of convergence for all the railroads from 
New York, Boston, Philadelphia and Baltimore, 
as well as from Charleston and the southern Atlan- 
tic ports. Now, what is the distance, and what 
would be the cost of construction ot lines of rail- 
way from these different cities to this point; and 
what the progress made by the several Atlantic 
cities in reaching it? Boston and New York both 
have continuous lines of railway to the northeast- 
ern end of Lake Erie; Philacelphia and Baltimore 
have extended their lines westward, but neither 
has yet reached the head waters of the Ohio; and 
it will cost more to extend any one of these lines 
from its western end to Cairo, than the cost of the 
whole line from Charleston to Cairo. When our 
road is done Charleston will be on the Cumberland 
below obsructions from ice, and if it be desirable to 

ush the road further, there will be but about one 

undred and forty miles of road to construct at a 
cost of about two millions of dollars, ($2,000,000, ) 
thus completing the entire line from Charleslon to 
Cairo at a cost of Jess than $15,000,000, whilst the 
least cost at which any of the more northern com- 
petitors for the trade of the valley can reach the 
same point, will be three times as great, or $45,- 
000,000 !—besides this difference in cost, Charles- 
ton is almost three hundred miles nearer to this de- 
sired point. With these advantages, the line to 
Charleston will command all the trade she choos- 
es, or is able to carry, and the profit accruing to the 
stock of our road must be great. 

Moreover, the improvement of Cumberland riv- 
er by slackwater navigation would cost but about 
four hundred thousand dollars ; and such improve- 
ment would enable the boats from the upper Mis- 
sissippi and its tributaries, and which now have 
to tranship their freight at St. Louis, to bring their 
grain, pork, tobacco, &c., to Nashville, ship them 
to the seaboard, and in return for the produce thus 
quickly and economically delivered on the south 
Atlantic, take back supplies of imported goods to 
their homes on the upper Mississippi, Missouri, Il- 
linois, and other tributaries of the great river. 

It seems, therefore, evident to us, that this line of 
improvement is destined to produce a radical 
change in the business transactions sf the Union; 
giving, as it will, to the Southern States the carry- 
ing trade of the great valley of the west, which has 
hitherto been monopolized by the northern lines of 
improvement. Then if Charleston, as is at pres- 
ent indicated, should assert her proper position as 
acommercial city, and establish lines of ocean 
steamers to and from the principal ports of Europe, 
the merchant or planter of the Mississippi valley 
need go no farther than the “emporium of the 
south” to ship his produce or receive his imported 
cargo.” 


Below we give a portion of the report of the 
Mayor of Charleston, 8. C., who, in behalf of that 
city, made a very minute examination of the line, 
and of the whole work in progress. It presents a 
very condensed statement of the general character- 
istics of the route :— 

The road commencing at Nashville, in David- 
son county, continues through Rutherford county, 
through Bedford, (in which is the branch to Shel- 
byville;) then 24 miles through Coffee county ; 
then Franklin, in State of Tennessee; it then'cuts 
the northeastern corner of Jackson county, in the 
State of Alabama; thence it returns to Marion 
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county, in Tennessee; thence it runs twice into 
Dade county, in the State of Georgia; thence out 
again into Hamilton county, Tennessee, where it 
finds its terminus at the junction of the Georgia 
State railroad, at Chattanooga, formerly known as 
Ross’ Landing. At this place a branch track forks 
off down to the edge of the Tennessee river, which 
rolls in front of that town. At the junction of the 
Georgia road, (Wesiern and Atlantic road) the 
company own a site of 54 acres, adjoining that of 
the Georgia road, and have arranged to use their 
passenger and freight depots in common; thus es- 
tablishing a straight track into the Georgia line 
and securing the utmost dispatch, uninterruptedly, 
to the Nashville and Chattanvoga railroad trains. 

Upon examining the alignment of the road, it 
will be found there is only 16 per cent of curvature, 
including the mountain locatiun, which is necessa- 
rily nearly all carved. If the location, exclusive 
ofthe mountain be taken, it shows a line, 90 per 
cent of which is perfectly straight. 

It may at this stage of the description be inter- 
esting to you, gentlemen, that the passage of the 
main chain of the Cumberland Mountains, and the 
ascent of the first bench of the mountain from the 
waters of Duck river, controlled the entire location 
of the road. You may not be aware, that for 300 
miles extending from the Cumberland Gap to where 
the mountain abuts on the Tennessee river, the 
main crest of the mountain is unbroken, ercept at 
Montgomery’s Gap, in the 91st section. The 
mountain maintains an elevation of 2,000 feet above 
the sea, exc»pt at the point above mentioned, where 
a depression of 700 feet occurs, and at this point, 
the ridge is narrow enough to admit of a tunnel 
(2,200 feet long,) at an elevation of little more than 
1,100 feet above the sea. This gap, then, of the 
Cumberland, furnished the only opportunity to con- 
centrate that elevation, (viz., 1,100 feet,) in a short 
distance, to be surmounted by an assistant locomo- 
tive. The two great features of the location at 
Montgomery’s Gap, are, first, that the total eleva- 
tion is 900 feet less than at any other point, and 
second that the whole of the extraordinary elevation 
is concentrated within one and a balf miles on the 
northwestern side, and four and a half miles on the 
southeastern side of the mountain, where an assis- 
tant engine can with facility obviate the difficul- 
Re and the same engine could be employed during 

e interval of passing the trains in collecting and 
carrying the coal cars to the central depot, opposite 
Winchester. 

At no other point in the mountain is there a ridge 
sufficiently narrow to admit of a tunnel; nor is 
there any depression in the ridge, so that the total 
rise and fall had to be distributed on each side of 
the mountain, disjoined by its wide summit. 

It is manifest, therefore, that an attempt to cross 
the mountain at any oiher point would have pre- 
vented—in the 900 feet of elevation to be overcome 
—in the great amount of curvature to which such 
a line thrown on the mountain sides, must have 
been subjected—in the enormous cost at which 
alone it could be obtained—obstacles which would 
have rendered it impracticable. 

This road will be the first, and I presume, the 
only one which will run across the Cumberland 
Mountain, to tap the Mississippi valley. You will 
have now seen that there is no other practicable 
passage, except at the tunnel, (or 91st section,) and 
the company are secured by their charter, from 
any other railroad “ being built, cut or constructed, 
in any way or manner, or by any authority what- 
soever, running laterally within 20 miles of this 
route, unless by said company, or with the consent 
of the board of directors thereof, for the time be- 


ing.” 

The total length of straight line is 134 miles and 
1478 feet. 

The total length of curved line is 25 miles and 

feet. 

The total length of straight and curved line is 
159 miles and 2260 ft. 

The total distance from depot at Nashville to 
= at Chattanooga is 151 miles less 1100 feet. 

he total length of the Shelbyville branch is 7 
miles and 5060 feet. 

The gradients on the main line in no instance 
exceed 50 2-10 feet per mile on straight lines and 
44 9-10 feet on curved, except on the subdivision 
crossing the Cumberland Mountain (in the Charles- 





ton division,) there it was necessary to resort to a 
gradient of 105 6-10 feet per mile, and will oeca- 
sion the use of a powerful assistant locomotive en- 
= to enable the company to overcome it without 

ividing the trains. From a table exhibiting the 
gradients of each division, viz: the Nashville, the 
Winchester, the Chattanooga and Shelbyville 
branch, divisions, I find that the maximum grade 
on the Nashville and Winchester divisions ascend- 
ing eastwardly is 50 2-10 feet per mile, while in as- 
cending westwardly it is only 44 9-10 feet per mile, 
making a difference of 5 3-10 feet per mile in favor 
of the western bound trains. 


Since the commencement of this enterprise, the 
work has been pressed forward with all the vigor 
that the most indomitable energy, based by abun- 
dant means, could impart. Every part of the line 
is making the most rapid progress possible, and we 
may lock for the completion of the entire road at 
an early day. 








J. & L. Tuckerman, 
IRON COMMISSION MERCHANTS, 
AND MANUFACTURERS OF 
ULSTER BAR & POUGHKEEPSIE PIG IRON, 
69 WEST STREET, 

NEW YORK 


AMERICAN PIG IRON. 
¢6 DOUGHKEEPSIE” brand, Dutchess Co., N.Y. 
“GLENDON?” brand, Lehigh county, Pa. 
Orders for the above twe well known brands will be 
received, and promptly executed, b 
J. & L. TUCKERMAN, 
69 West St., New York. 


Ulster Lron. 
HE ULSTER IRON WORKS, Saugerties, N. 
Y., continue in full operation. Orders for round 
square, flat, band, hoop and scroll iron, will be received 
and promptly executed by 
J. & L. TUCKERMAN, 
69 West St., New York. 


Patent Machine Picket Fence 
IX DIFFERENT STYLES of this fence are 
now made by patent machinery ; andis by far the 
most economical fence for Railroads, Farms, Yards, 
etc., ever yet offered to the public, costing only from 
4 to 30 cents per foot, according to pattern ; and is so 
put up as to be shipped at a trifling expense. Full 
particulars will be furnished, by we thom a the sub- 

scriber, to whom all orders should be sent. 

N. STRATTON, Troy, N.Y. 


Patent Metallic Measuring 


Tapes. 
New Article, made from Vegetable and Mineral 
substances combined, entirely free from the ob- 
jections made to all other tapes, arising from contrac- 
tion and elongation in consequence of atmospheric 
changes. Fine wires, of a material not affected by 
dampness or dryness, are woven into the warp of the 
Patent Tape, rendering it not subject to variations in 
length, like all other tapes heretofore manufactured.— 
Instead of being merely painted, it is immersed in a 
peculiar solution of gums, and the fibres being solid 
compacted together, it acquires substance and strengt 
presented by no other article. They are enclosed in 
patent cases, superior to all others in lightness,strength 
and durability. 
Imported and for sale only—together with every de- 
scription of Drawing and Profile Paper, Tracing Pa- 
er in rolls, Vellum or Traclng Cloth, Field Books, 
outh Glue, and a general assortment of Engineer’s 
materials—by WILLARD FELT. 
Importer of Stationary, 191 Pearl st., N. Y. 


ENGINEERS. 


Atkinson, T. C., 
Alexandria and Orange Railroad, Alexandria, Va. 


Clement, Wm. H., 
Little Miami Railroad, Cincimnati, Ohio. 


Cozzens, W, H,, 
Engineer and Surveyor, St. Louis, Mo. 


Alfred W. Craven, 
Chief Engineer Croton Aqueduct, New York. 






































Floyd-J ones, Charles, 


Alton and Sangamon Railroad, Alton, Illinois. 


Gay, Edward F., 
Columbia and Philadelphia Railroad, Philadelphia Pa. 


Gzowski, Mr., 


St. Lawrence & Atlantic Railroad, Montreal, Canada. 


Grant, James H., 
Nashville and Chattanooga R. R., Nashville, Tenn. 


S. W. Hill, 


Mining Engineer and Surveyor, Eagle River, 
Lake Superior. 


Holcomb, F. P. 


Southwestern Railroad, Macon, Ga. 


Latrobe, B. H., 


Baltimore and Ohio Railroad, Baltimore, Md. 


Miller, J. F., 
Buffalo and Conhocton Valley Railroad, Bath, N. Y. 


Morris, Elwood, 
Schuylkill Navigation, Schuylkill Haven, Pa. 


Nott, Samuel, 
Lawrence and Manchester Railroad, Boston, 
Prichard, M. B., 
fast Tennessee and Georgia R. R., Cleveland, Tenn. 


W. Miinor Roberts, 


Bellefontaine and Indiana Railroad, Marion, Ohio. 


Roberts, Solomon W., 
Ohio and Pennsylvania Railroad, Pittsburgh, Pa. 


Sanford, C. O., 
South Side Railroad, Virginia. 


ss: Steele, J. Dutton, 
Pottstown, Pa. 


Trautwine, John C., 
Civil Engineer and Architect, Philadelphia. 


Tinkham, A. W., 


United States Fort, Bucksport, Me. 















































Troost, Lewis, 
Alabama and Tennessee Railroad, Selma, Ala. 


Whipple, S., 
Civil Engineer and Bridge Bullder, Utica, N. Y. 


HOTELS. 
Exchange Hotel, | 


Adjoining Eastern Railroad Depot, 
BUFFALO, N. Y. 
fp LOOT Tee ee FISK § SPERRY, 
Late of Delevan House, Albany. 


MANSION, 
Corner of Maine and Exchange Streets, 
P. DORSHIMER. BUFFALO. 


Barnum’s City Hotel, 
MONUMENT SQUARE, BALTIMORE. 
This Extensive Establishment, erected expressly 
for a Hotel, with every regard to comfort and conven- 
ience, is situated in the centre and most fashionable 
part of the city, and but a few minutes’ waik from the 
Railroad Depots and Steamboat Landings, 

The House has lately undergone a thorough repair, 
embracing many valuable improvements, and will ac- 
commodate 250 Guests. BARNUM & CO. 


BUSINESS CARDS. | 
Lithography. | 
JOHN P. HALL & CO., 


161 Main st., Buffalo, (Commercial Advertiser Build.) 


: Aso pospennd to execute all kinds of Lithography 
in good stole and at reasonable rates. Sentovar at- 
tention wil be paid to Engraving Railroad Maps, En- 
gineer’s Plans and drafts, etc., and orders in this line 
are respectfully solicited. 
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Boston Locomotive Works, 
—Late Hinkley & Drury— 
No. 38 Harrison Avenue, 
BOSTON. 


Locomotive and Stationary Steam Engines; Boil- 
ers; Iron, Brass, Copper and Composition Castings! 
Coppersmith’s Work. 

VAN KURAN RAILROAD WHEELS: 

Wheels and Axles fitted, and all kinds of Railroad 
Machinery furnished at short notice. 


Cumberland, (Md.,) Coals for 


Steaming, ete. 
RDERS RECEIVED FOR AND FILLED 
by J. COWLES, 27 Wall St., N. Y. 


Cumberland Steam Coal, 


FROM THE 
FROSTBURG MINES, MD. 
H. A. TUCKER, 

Agent of Frostburg Coal Co. 
No. 50 Wall Street, New York. 








Henry I. Ibbotson, 
MPORTER of Sheffield and Birmingham Goods. 
Also, Agent for the Manufacture of Telegraph 
Wire. 218 PEARL ST., NEW YORK. 


Charies T. Jackson, M. D., 
as ASSAYER, late Geologist to Maine, Rhode 
Island, New Hampshire, and the United States, 
offers his services to his friends and the public in mak- 
ing any Chemical, Mineralogical or Geological re- 
searches that may be required for the improvement of 
Agriculture and the Manufacturing Arts. Particular 
attention wili be paid to the exploration of mines and 
to assaying of ores of the metals. 
State Assayer’s office, 31 Somerset st. 
Boston Sept. 3, 1850. 


STEEL AND FILES. _ 
R. S. Stenton, 
20 CLIFF STREET, NEW YORK, 


AGENT FOR 


J.& RILEY CARR, 
BAILEY-LANE WORKS, SHEFFIELD, 
Manufacturers of Cast, Shear, German, Blister, and 
Spring Steel, 


Of all descriptions, Warranted Good. 
Tye 





* 

Manufacturers of Machinists’ Warranted Best Cast 
Steel Files, expressly for working upon Iron and Steel, 
made very heavy for recutting. 

x¢> A full Stock of Steel and Files at all times on 
hand. 6m4 


—$_——— 





PLUSHES 


Railway Cars & Omnibuses. 


F.S. & S. A. MARTINE, 
112 WILLIAM ST., NEAR JOHN. 
py now receiving a large and — assort- 

ment of Plain and Figured PLUSHES, of their 
own importation, which will be sold at the lowest 
market price, viz: Crimson, Maroon, Scarlet, Green, 
Blue, Purple, ete. 
ALSO—CURLED HAIR, the best manufactured 
in market. 





To Railroad Companies, 
Machinists, Car Man- 
ufacturers, etc., etc. 


CHARLES T. GILBERT, 
NO. 80 BROAD ST., NEW YORK, 
- prepared to contract for furnishing at manufac- 
turer’s prices— 
Railroad iron, 
Locomotive Engines, 
Passenger and Freight Cars, 
Car Wheels a Axles, 
Chairs and Spikes. 
Orders are invited; and ali inquiriesin relation to 
any of the above articles will receive immediate atten- 
tion 


Manufacture of Patent Wire 
ROPE AND CABLES, 


For Inclined Planes, Suspension Bridges, Standing 
Rigging, Mines, Cranes, Derrick, Tillers, &c., by 
JOHN A. ROEBLING, Civil Engineer, 

TRENTON, N. J. 


f FORGING. 
Ranstead, Dearborn & Co., 


MANUFACTURERS OF 
LOCOMOTIVE CRANKS AND CAR AXLES, 


ALSO 
WROUGHT IRON SHAFTING, 


And All Kinds of Hammered Shapes. 
Office 25 Foster’s Wharf, Boston. 


Samuel D. Willmott, 











MERCHANT, AND MANUFACTURER OF |I 


CAST STEEL WARRANTED SAWS, 
—AND FILES— 
IMPORTER OF THE 
GENUINE WICKESRLY GRINDSTONES 
NO. 8 LIBERTY STREET, 
NEW YORK. 





Walter R, Johnson, 
Ce AND MINING ENGINEER AND AT- 
torney for Patents. Office and Laboratory, FSt., 
opposite the Patent office, Washington, D. €. 


Dudley B. Fuller & Co., 
IRON COMMISSION MERCHANTS, 
No. 139 GREENWICH STREET, 
NEW YORK, 


Manning & Lee, 
GENERAL COMMISSION MERCHANTS, 
NO. 51 EXCHANGE PLACE, 
BALTIMORE. 
Agents for Avalon Railroad Iron and Nail Works. 
Maryland Mining Company’s Cumberland Coal ‘CED 
—‘Potomae’ and other good brands of Pig Tron. 


Samuel Kimber & Co., 
COMMISSION MERCHANTS 
, WILLOW ST. WHARVES, PHILADELPHIA. 
GENTS for the sale of Charcoal and Anthracite 
Pig Iron, Hammered Railroad Car and Locomo- 
tive Axles, Force Pumps of the most soreres con- 
struction for Railroad Water Stations an Hydraulic 
Rams, etc., ete. 
July, 27, 1849. 
James Herron, Civil Engineer, 
OF THE UNITED STATES NAVY YARD. 
PENSACOLA, FLORIDA., 
PATENTER OF THE 
HERRON RAILWAY TRACK. 
: Models of this Track, on the most improved plaat 


may be seen at the Engineer’s office of the New Ye" 
and. Erie Railroad. 








Railroad Instruments. 
rWHEODOLITES, TRANSIT COMPASSES, 
and Levels, with Fraunhoffers Munich Glasses, 
Surveyor’s Compasses, Chains, Drawing I[ostru- 
ments, Barometers, etc., all of the best quality and 
workmanship, for sale at unusually low prices, by 
E, & G, W. BLUNT, 
No. 179 Water St., cor. Burling Slip. 
New York, May 19, 1849. 


IRON. 


Iron. 

Pig Iron, Anthracite and Charcoal ; Boiler and Flue 
Iron, Spring and Blistered Steel, Nail Rods, Best Re- 
fined Bar Iron, Railroad Iron, Car Axles, Nails, Stove 
Castings, Cast Iron Pipes of all sizes, Railway Chairs 
of approved patterns’ for sale by 

COLEMAN, KELTON & CAMBELL, 
109 N. Water St., Philadelphia. 


Stickney & Beatty, 
DEALERS IN IRON AND IRON 
MANUFACTURERS. 

GENTS for the Balt. City Rolling Mill, from 
which establishment they are prepared to furnish 
Ellicott’s round, square, and flat bariron, puddled and 
charcoal boiler plates and billet iron—also agents for 
the sale of the Laurel Gunpowder and Locust Grove 
oar) forge pig irons, Locust Grove and Laurel Irons 
or car wheels, Caledonian boiler blooms made from 
cold blast iron, Old Colony and anti-Eatam nails, Wm. 











Jessop & Son’s steel, Coleman’s blister steel and nail | * 


rods, sheet, hoop, band, oval and common English 
iron. 








Nos. 18 and 20 South Charles at., Baltimore. 





Es 
Railroad Iron. : 
HE MOUNT SAVAGE IRON WORKS, AL- 
leghany county, Maryland, having recently pass- 
ed into the hands of new proprietors, are now prepar- 
ed, with increased facilities, to execute orders for an 
of the various patterns of Railroad Iron. Communi- 
cations addressed to either of the subscribers will have 
promptattention. J. F. WINSLOW, President 
rey: N.Y. 
ERASTUS CORNING, Alban 
WARREN DELANO, Jr., N.Y 
JOHN M. FORBES, Boston. 
ENOCH PRATT, Baltimore, Md 
November 6, 1848. 





Railroad Iron. 

HE SUBSCRIBERS ARE PREPARED TO 
take ordere for Railroad Iron to be made at their 
Phenix Iron Works, situated on the Schuylkill Riv- 
er, near this city, and at their Safe Harbor Iron Works, 
situated in Lancaster County, on the Susquehannah 
river; which two establishments are now turning out 

upwards of 1800 tons of finished rails per month. 
Companies desirous of contracting will be promptly 
supplied with rails of any required pattern, and of the 


very best quality. 
REEVES, BUCK & CO. 


45 North Water St. Pniladelphiez 
March 18. 1249 


LAP—WELDED 
WROUGHT IRON TUBES 





FOR 
TUBULAR BOILERS, 


FROM ONE AND A QUARTER TO SEVEN 
INCHES IN DIAMETER. 
tee ONLY Tubes of the same quality and man- 
ufacture as those so extensively used in England , 
Scotland, France and Germany, for Locomotive, Ma - 
rine and other Steam Engine Boilers. 
THOMAS PROSSER & SON, Patentees, 
28 Platt street, New York. 





Railroad Iron. 

r(\HE UNDERSIGNED ARE PREPARED Tw 

contract for the delivery of English Railroad Iron 

of favorite brands, during the Spring. They also re 

ceive orders for the importation of Pig, Bar, Sheet, ete, 
ron. THOMAS B. SANDS & CO., 

, 73 New street, 
New Yorx. 





February 3, 1849. 


Iron Store. 
‘a Subscribers, having the selling agency of the 
following named Rolling Mills, viz: Norristown, 
Rough and Ready, Kensing.on, Triadelphia, Potts. 
rove and Thorndale, can supply Railroad Companies, 
erchants and others, at the wholesale mill prices for 
bars of all sizes, sheets cut to order as large as 58 in. 
diameter; Railroad Iron, domestic and foreign; Loce: 
motive tire welded to given sizes Chairs and Spikes, 
Iron for shafting, locomotive and general sechiner 
purposes ; Cast, Shear, Blister and Spring Steel ; Boil. 
er rivets; Copper; Pig iron, etc., ete. 
MORRIS, JONES & CO., 
Iron Merchants, 
my 7th and Market Sts., Philadelphia. 
August 16, 1849 {y33 


Glendon Refined Iron. 
Round Iron, Band Iron, Hoop Iron, 
Square “ Flat “ Scroll “. 

Axles, Locomotive Tyres, 
Manufactured at the Glendon Mills, East Boston, for 
sale by GEORGE GARDNER & CO., 

. 5 Liberty Square, Boston, Mass. 
Sept. 15, 1849. "3m37 


ATENT HAMMERED RAILROAD, SHIP & 
BOAT SPIKES. — The Albany Iron Works 
have always on hand, of their own manufacture, a 
large assortment of Railroad, Ship and Boat Spikes 
from 2 to 12 inches in length, and of any form of head 
From the excellence of the material always used in 
their manufacture, and their very general use for rail 
roads and other purposes in this country, the manu 
facturers have no hesitation in warranting them fully 
equal to the best spikes in market, both as to quality 
and appearance, All orders addressed to the subscrib§ 
ers at the works yoga executed. 
JO F. WINSLOW, Agent. 
Albany Iron and Nail Works, Troy, N. ¥. 
The above Spikes msy be had at fact:17 prices, ° 
Erastus, &Co Albeny; Merritt, & Jo., New. 
York; E. Pratt & Br; her, Ba timore, Md. 
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Bowling Iron. Stamped B.O. 
Railway Tire Bars Rivet Iron 
Locomotive and other Axles | Locomotive Frame do 
Boiler Plates Bars, 
and every other description of this superior Iron. 

The subscribers,agents for the sale of Bowling Iron, 
are prepared to execute orders for importation, espec- 
ially for railway and machinery uses, with despatch 
from the manufacturers. 

RAYMOND & FULLERTON, 45 Cliff st. 


Ibbotson, Brothers & Co’s 


CELEBRATED CAST STEEL 
AND 
Best Cast Steel Royal Improved Files, well known 
as better adapted for Engineers’ and Machinists’ pur- 
poses than any now in use in the United States. 
Every description of ys ae Octagon, Flat and 
Round Cast Steel, Sheet, Shoveland Railway Spring 
Steel, etc., and Steel to order for any purposes—man- 
ufactured at their works in Sheffield—and universally 
known by the old stamp ‘ Globe.” 
HENRY I. IBBOTSON, Agent., 
218 Pearl st., New York. 


Railroad Iron. 
SPIKES. 
Wrought Iron CHAIRS, New Pattern. 

4 ty Undersigned continues to contract, as usual, 

for the above articles. The reputation already ac- 
quired for their excellent quality is a guarantee that 
strict attention shall continue to be paid to the wants 
and interests of purchasers. 

CHARLES ILLIUS, 
20 Beaver St., New York 


WILLIAM JESSOP & SONS’ 
CELEBRATED CAST-STEEL. 


The subscribers have on hand, and are constantly re- 
ceiving from their manufacto' 

PARK WORKS, SHEFFIELD, 
Double Refined Cast Steel—square, flat and octagon. 
Best warranted Cast Steel—square, flat and octagon, 
Best double and single Shear Steel—warranted, 
Machinery Steel—round. 

Best and 2d gy. Sheet Steel—for saws and other pur- 











poses, 
German Steel—flat and square, “W.1.&S.’ ‘‘Eagle”’ 
and “Goat” stamps. 
Genuine “ Sykes,” L Blister Steel. 
Best English Blister Steel, etc., etc., ete, 
All of which are offered for sale on the most favora- 
ble terms by WM. JESSOP & SONS, 
91 John street, New York. 
Also by their Agents— 
Curtus & Hand, 47 Commerce street, Philadelphia. 
Alex’r Fullerton & Co., 119 Milk street, Boston. 
ge & Beatty, South Charles street, Baltimore. 
May 6, 1848. 





Railroad Iron. 
B. O. Railway Tires, Railway Wheels, 
Scotch Pig tron, Tin Plates and Banca Tin, 
untzs Patent Metal Sheathing, 
Baltimore Copper. 

Contracts for Rails made on behalf of the manufac- 
turers, for delivery at any ports in the United States, 
at fixed prices. 

Bowling Tires and Tire Bars and Scotch Pigs im- 
ported to order. 

Muntz’s Ship-sheathing, and a general stock of Tin 
Plates and Banca Tin in store, and for sale b 

‘ RAYMOND & FULLERTON, 45 Clift st. 


RONDALE PIG METAL, MANUFACTURED 
and for sale by the Bloomsburg Railroad Iron Co. 
LINDLEY FISHER, Treasurer. 
75 N. Water St., Philadelphia. 





Faggotted Car and Engine | 
Axles 
ORGED by RANSTEAD, DEARBORN & Co., 
Boston, Mass, 


These Axles enjoy the gong repulation for excel- 
lence, and are ail warranted. 


Railroad Iron. 
3 OOO Tes C. L. MAKE 634 lbs. per yard, 


now landing and to arrive. 
contracts made for future delivery of above su- 
periet make English Iron, 
Tons Banks Best Iron, Round, Square and Flat. 
200 iii E ish Bar “ec “ee ia) “ 
10 “ 9-16 Square Lron for Railroad Spikes. 
For sale in lots to suit purchasers % 
AVID W. WETMORE. 
New York, March 26, 1850. 3m 





Railroad Iron. 
Cee msde by the subscribers, agents for 
the manufacturers, for the delivery of Railway 
fron, at any port in the United States, at fixed prices, 
and of quality tried and approved for many years, on 
hie oldest railways in this country. 
RAYMOND & FULLERTON, 46 Cliff: t. 


JOHNSON, CAMMELL & Co's 
Celebrated Cast Steel, 


AND 

ENGINEERING AND MACHINE FILES, 
which for quality and adaptation to mechanical uses, 
have been proved eupesor to any in the United States. 
Every description of square, octagon, flat and round 
cast steel, sheet, shovel and railway spring steel, best 
double and single shear steel, German steel, flat and 
square, goat stamps, etc. Saw and file steel, and steel 
to order for any purposes, manufactured at their Cy- 
clops Steel Works Sheffield. 

JOHNSON, CAMMELL & CO., 
100 William St., New York. 

November 23 1849. 


Bowling Tire Bars. 
40 Best Flange Bars 5}x2 inches, 11 feet long. 
40 - Byx2 ° 








$ dl 7 feet 8 in. long. 
40 “ Fiat ae . 11 feet long. 
40 i 6x2 * 7 feet 8 in. long. 


Now in store and for sale bY 
RAYMOND & FULLERTON, 
45 Cliff street. 


Wheel, Forge and Foundry 


Iron. 
| Scver GROVE Wheel Iron of great strength 
and superior chilling property. 

Balt. Charcoal Forge Iron, from Patuxent, Curtis 
Creek and Gunpowder furnaces. 

Elkridge Foundry Iron, of superior strength and 
softness. Anthracite and Charcoal Iron from Penn- 
sylvania and Virginia. Gas and Water Pipes, Lamp 
Posts from Elkridge furnace. 

LEMMON & GLENN, 
62 Buchanan’s Wharf, Raltimore. 


S. S. Keyser & Co., . 
IRON WAREHOUSE, 


Corner of Sout : and Pratt Streets, 
BALTIMORE, MD. 

Sclling Agents for the Rough and Ready Bar Iron 
and Elk Boiler and Flue Iron Rolling Mills, Sarah 
and Taylor Furnaces, and Wrightsville Hollow Ware 
Foundry, and Dealers in Bar and Sheet Iron, and 
Cast, Sheer, German, Blister, Spring and Electerised 
Steel, etc., etc. 


Smith & Tyson, 
GENERAL COMMISSION MERCHANTS, 
‘ No, 25 South Charles St., Baltimore, Md. 
Ba pee for the Celebrated Columbia Pig Iron, 
suitable for Car Wheels and Chilled Rolls. 
Columbia refined Charcoal Blooms; Refined Char- 
goal Juniatta Billet Iron for Wire; Refined Iron for 
— . of great strength; Cut Nails, Spikes, and 
Brads ; "Railroad Spikes and Wrought Crairs. 22tf 





&m9 











Tredegar Iron Works. 

OLLING MILL FOUNDRY AND MACHINE 
SHOPS. The undersigned continues to manu- 
facture at his Works in this city (from best charcoal 
metal) Bar Iron of every description, embracing— 

Rounds and Squares, from } to 5 inches diameter. 

Flats, from } to 7 inches, all thicknesses. 

Bands and Scrolls, all sizes. Boiler plate and Plough 
Iron. Railroadand Locomotive Axlesand Tires. Lo- 
comotive Frames, Spikes and Plates, Hoops, Ovals, 
Half Ovals, Half Rounds, Angle, T, L, and indeed ev- 
= description of Iron. usually manufactured, all of 
which he wasrants to be equal to any made in this 
country. He also manufactures at his Foundry and 
Machine Shopsall dvcipthone of Railroad Work, say, 
Locomotives, Railroad Wheels and Axles complete 
and ready for the road, Railroad Chairs, etc. Also, 
Marine and Stationary Engines all sizes, Sugar mills 
and Engines, Horse mills, and every kind of Machin- 
ery usually required for the operations of the country. 
He has paid particular attention to getting up machi- 
nery, etc., for Gold Mine operations, and those in want 
of such work might find it to their advantage to give 

him a call. J. R. ANDE SON. 

Richmond, Va., Sept. 10, 1850. 

UT NAILS OF BEST QUALITY, BAR IRON 
(including Figs Rails) manufactured and for sale 


by SHER, MORGAN & CO., 





75 N. Water St., Philadelphia. 


Car Wheel Iron. 
100 — “Columbia” No. 2 Cold Blast Charcoal 
ron. 
300 Tons “ Salisbury” No.1, do. do. 
For saleby CHARLES T. GILBERT, 


No. 80 Broad st. 
New York, Sept: 21, 1850. 7 
Railroad Splkes. 


HE subscribers are prepared to make and execute 

contracts for Railroad Spikes of a superior qual- 

ity, manufactured by the New Jersey Iron Company, 
at Boonton. DUDLEY B. FULLER & CO. 
139 Greenwich st. corner of Cedar. 








Railroad Iron. 
] 6 5 Tons, weighing about 61 Ibs. per yard, 40 
tons, weighing about 52 lbs. per yard, and’ 
825 tons, weighing about 53} lbs. per yard, of the lat- 
est and most approved patterns of T rail, for sale by 
B ORMAN, JOHNSTON & CO., 
119 Greenwich street. 
New York, Aug. 26, 1850. 
N.B.—B., J. & Co are also 
tracts for English rails, delivere 
tic ports of the United States. 


Railroad Iron. 
HE Undersigned, Agents for Manufacturers, are 
prepared to contract to deliver Rails of superior 
quality, and of any size or pattern, to any ports of dis- 
charge in the United States. 
COLLINS, VOSE & CO., 


74 South St. 
New York, June 1, 1850. 


Spikes, Spikes, Spikes. 
ANG person wishing a simple and eXective Spike 
Machine, or a number of them, may be supplie 
by addressing J. W. FLACK, 
Mareh 6. 1850. Trov, N VW 


Railroad Iron. 

9 Tons, weighing 58 pounds per lineal yard, 
of the most approved pattern of T rails, in 

store and to arrive, for sale by 

COLLINS, VOSE & CO. 


74 South St. 
New York, June 1, 1850. 


Railroad Spikes, Boiler Riv- 


ets, etc. 
HE Subscribers, Agents for the sale of James S. 
Spencer’s, Jr., Railroad and Boat Spikes, Boiler 
Rivets, and Wrought Iron Chairs for Railroads, made 
at his Works near this city, will execute all orders 
with promptness, despatch, and of the best quality. 
ALSO IMPORTERS of English refined and Mer- 
chant bar Iron; Extra refined Car and Locomotive 
Axles (from 34 to 64 inches in diameter); B. O. Lo- 
comotive Tire (welded by Baldwin). Also, supply 
Boiler and Fiue Iron cut to pattern or otherwise.— 
Spring, Shear, and Cast Steel, etc., etc., etc. 
™. & E. GEORGE, 
Philade'phia, November 14, 1850. 


Railroad Iron. 
HE UNDERSIGNED, HAVING made arrange- 
ments abroad, are prepared to contract for the de- 
livery of Foreign rails, of approved brands upon the 
most favorable terms. 

They will also make contracts for American rails, 
made at their Trenton works, from Andover Iron, in 
whole or in part, as may be agreed upon. 

They are prepared to furnish Chng pe Spring and 
Market Wire; Braziers and Wire Ro s; Rivets and 
Merchant Bars to order, all made exclusively from An- 
dover Iron. The attention of parties who require iron 
of the very best quality for special purposes, is respect- 
fully invited. OOPER & HEWITT, 

17 Burling Slip, New York. 


prsvered to take con- 
in any of the Atlan- 














Fehruary 15, 1850. 
Railroad Iron. 
\- Undersigned, Agents for Manufacturers, are 
prepared to contract for the delivery of English, 
Welsh and Scotch Rails, of any pattern and weight, 
also for every description of English, Welsh, Scotch, 
and Swedish Iron, Railway Chairs and Spikes, Riv- 
ets, Bolts, Nuts, Washers, Chain Cables, Anchors, 
Tin Plates, German Spelter, [ron Castings, and every 
description of Mostiaess 
WILLIAM BIRD:& CO., 
Iron and Tin Plate Merchants 
44 Wall.st., New York. 
And at 5 Martin’s Lane, City, London, 
and 140 Buchanan st. Glasgow. 
July 27th, 1850. 
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Railway Iron. 


Te Subscribers will contract to deliver, in the 
course of the ensuing Spring and Summer, the 
best English Rails, made by a particular specification, 
and of any pattern required. 
DAVIS, BROOKS & CO., 
68 Broad st. 

On hand for sale, English rails of 58 lbs. to the yard, 
made by particular specifications. 

January 10, 1851. 2m 


To Iron Masters. 
\ ANTED—A Person to take charge of a Blast 
Furnace for Smeling Iron, for further informa- 
tion apply to COULINS, VOSE & CO., 
74 South street. 








Railroad Iron for Sale. 
HE Mansfield and Sandusky City Railroad Co. 
have on hand from twelve to fifteen hundred tons 
of American Flat Bar Railroad Iron, weighing 38 lbs. 
to the lineal yard, which they offer for sale at reason- 
able rates. 

The iron has been in use about four years, and is 
sound and in good condition. It is 24 by §. 

It will be ready for delivery at short intervals be- 
tween the opening of navigation in the spring and the 
Ist September next. 

For further particulars inquire at the office of the 
company at Sandusky City, Ohio. 

C. G. FORBES, President. 

December 24, 1850. 


Railroad fron. 

HE “Montour Iron Company” is prepared to ex- 
ecute orders for Rails of the usual patterns and 
weights, and of any required length not exceeding 30 

feet per rail. Apply at the office of the Company, 

No. 73 South 4th st., Philadelphia, 
Or to the Agents, 
CHOUTEAU. MERLE «& SANFORD, 
NO. 51 New st., New York. 


September, 1850. 
American Railroad Iron. 

1000 Tons, weighing 50 lbs, per yard, manufac- 
tured by Reeves, Abbott & Co., at the Safe 

Harbor Iron Works, and now lying in yard at Brook- 

lyn, for sale by 

CHOUTEAU, MERLE & SANFORD, 

No. 51 New street. 


Tubes. 
The undersigned are in direct communication with the 
Birmngham Patent Lap Welded Irox Tube Compa- 
ny, for the sale of their very excellent and superior 
Boiler and Gas Tubes in large or small quantities. — 
These 'Tubes are sold very extensively in England and 
on the continent of Europe are sold exclusively by 
WM. BIRD & CO., 
Iron and T'inplate Merchants, 
44 Wall st., New York 
5 Martin's I.ane, City, London, 
and 140 Buchanan st., Glasgow. 


Wanted. 

|7 ANTED—A Situation in a Civil Engineer’s of- 
fice, by a Young Gentleman from Scotland— 
has had six years’ experience asa practical Draughts- 
man, Architect, Surveyor, and Leveller in one of the 
yrincipal civil engineering establishments in Scotland. 
irst rate reference given, Apply to Messrs. Cooper 

& Hewitt, 17 Burling Slip, or to 

JAS. SNEDDON, 
23 Harrison st. 

















Wanted. 


Second-hand Locomotive of 10 to 15 tons weight. 
A note, giving lowest terms, addressed to A. B., 
Railroad Journal Office, will receive attention. 
January 9, 1850. 


India-rubber for Railroad Cos. 
‘P UBBER SPRINGS—Bearing end Po er—Ful 
ler’s Patent—Hose from1lto?®  .«sdiameter 
Suction Hose. Steam Packine -.vm 1-16 to 2in 
thick. Rubber and Gutta Pei cha Bands. These ar- 
ticles are all warranted to give satisfaction, made un- 
der Tyer & Helm’s patent, issued January, 1849. 
No lead used in the composition. Will stand much 
higher heat than that called “‘Goodyear’s,” and is in 
allrespects better than anyin use. Proprietors of rail 
roads do not be overcharged oy retenders, 
H RACE H. DAY, 
Warehouse 23 Courtlandt street 
New York, May 21, 1849. 








Great Work on Bridge Build- 


ing, ete., ete. 
bat: publishedin medium folio, One Dollar, 75 cts. 
to subscribers. 

Part IV of a “ THEORETICAL AND PractTICAL TREA- 
TISE ON THE ConstTRuCTION OF BringEs In STONE, 
Iron anv Woop,” including the Equibrium of Arches, 
the mathematical principles of the Oblique Arch, Sus- 
pension Arch, etc., Construction of Foundations in 
Water, Centering, Oblique Arches, etc., the application 
of Iron to Railroad Structures, Practical Tunnelling, 
Suspension Bridges, etc. ; illustrated by numerous ac- 
curately executed Plans, Elevations, Sections and De- 
tailz of Stone, Ironand Wood Bridges, Viaducts, Tun- 
nels, Culverts, Machines, etc., constructed by the most 
eminent Architects and Engineers in Europe and the 
United States, and numerous Original Designs for 
Bridges, Viaducts, Culverts, etc. The whole calcu- 
lated to meet the exigencies of Engineers, and assist 
Draughtsmen, Bridge Builders, Mechanics and Stu- 
dents. By George Duggan, Architect and Civil Engi- 
neer. 

The present part contains beautifully executed plans, 
elevations, sections, and details of the Iron Lattice 
Bridge 140 feet span over the canal in the suburbs of 
Dublin on the line of the Dublin and Drogheda R.R., 
Plans, elevations and sections of the Timber Bridge 
over the Schuylkill, at Market st., Phil-delphia, with 
Arches 160 and 190 feet span. Plans, elevations and 
sections of a Timber Bridge with Arches 155 and 200 
feet span over the Delaware. Also, plans, elevations, 
sections and details of Lattice and Frame Wood 
Bridges, explanatory of Nathaniel Towns and Colo- 
nel S. H. Long’s methods of constructing Bridges of 
Wood, with the continuation of the Articles on Coffer 
dams, Concrete, Limes, Mortars, Cements, etc. 

Published by George Duggan, 300 Broadway, New 
York, to whom all communcations should be address- 
ed and subscriptions forwarded. 

Z+> Parties remitting Mr. Duggan $5. and the re- 
mainder $4 when they have been supplied with the 
first six parts of the “ Theoretical and Practical Trea- 
tise on Bridge Building, etc.,” shall receive it month- 
ly as published. To those making Mr. Duggan a pre- 
sent remittance of $9, the work will be forwarded post 
free to any part of the United States. 





Great American Engineering 
ND MECHANICAL WORK, just published in 
medium folio One Dollar, 75 cts. to Subscribers. 
Part X. of “ Specimens of the Stone,Iron & Wood 
Bridges Viaducts, Tunnels, Culverts, &c., &c., of the 
United States Railroads.’? By George Duggan, Archi- 
tect and Civil Engineer. 

The present part contains beautifully executed plans, 
elevations, and sections of the Timber Bridge with 
Arches 136 feet span, over the Mohawk river, on the 
line of the Utica and Schenectady R.R. Plans eleva- 
tions, sections and isometrical views of Timber Piers 
00 feet high, a Timber Bridge of 55 feet span, and 
Ice Breakers, on the line of the Little Schuylkill and 
Susquehanna R.R. 

Also plans, elevations, sections, isometrical views 
and details of an Iron Bridge 356 feet my with Ar- 
ches 81 feet span, erected by the N. York Iron Bridge 
Co. over Moores Creek, on the line of the Virginia 
Central R.R., and plans, elevations and sections of an 
Iron Plank Road Bridge 160 feet span, erected over 
Buffalo creek by the same company, with a descrip- 
tion of Col, Long’s method of constructing Bridges 
in Iron, and an explanation of the causes that led to 
the failure of the Iron Bridge 60 feet span, near Lack- 
awaxen, on the line of the New Yorkand Erie R. R., 
at midday, on the 3ist July last, by which several 
lives were lost, and a great amount of property des- 


troyed. 
Published by GEORGE DUGGAN, 
300 Broadway, New York. 
To whom all communications shouid be addressed 
and subscriptions forwarded. 





Railroad Lanterns. 

Ce and Iron Lanterns for Railroad Engines, 

fitted with heavy silver plated Parabolic Reflectors 
of the most approved construction, and Solar Argand 
Lamps; manufactured wy 

HENRY N. HOOPER & CO., 
No. 24 Commercial St. Boston. 
August, 16, 1849. 


6m33 
For Sale. 
<t WO Locomotive Engines—10} tons weight, built 
by Baldwin. Also Four Eight-wheeled Passen- 
ger Cars, with side seats, all in good running order. 
Apply to WM. E. MORRIS, 
ce of Philad., Germantown & Norristown Rail- 
road Co., 9th and Green sts., Philadelphia.  3mb5 








a 
TO RAILROAD COMPANIES, CAR MAN- 
4 UFACTURERS, ete. 
f bs: ~ Undersigned hereby gives public notice, that 
the Commissioner of Patents, pursuant to his de- 
cision in relation thereto, on the 8th day of October, 
1850, issued to him a Patent for the sole right to man- 
ufacture, and exclusive use of the INDIA RUBBER 
CAR SPRING, on account of priority of invention 
of said Spring. F. M. RAY 
New York, Oct. 23, 1850. e 


Iron Trade of Pennsylvania. 
Ti cent and Statistics relating to the Man- 
ufacture of Iron in the State of Pennsylvania— 
giving a history of the manufacture from its com- 
mencement to this date, illustrated by diagrams. Al- 
so tables giving the address and capacity of every es- 
tablishment in the State. Prepared by direction of 
the late convention of the trade held in Philadelphia. 
For sale by 
LINDSAY & BLACKISTON, Philadelphia. 
FIELDING LUCUS, Jr., Baltimore. 
HENRY G. NICHOLS, 79 Water st., N. Y. 
or at this office—price $1 00. 
It will be sent by mail to any order enclosing the 
money, and ‘post paid. 


Emerson’s Patent Ventilator, 
Ba a wh to Cars, nag 39 houses, Public Halls, 

Factories, Churches, School Houses, Dwellings, 
Chimney Flues, etc. 














This Ventilator is stationary, 
and cannot get out of one Te 
is constructed in such conform- 
ity to certuin ascertained laws of 
pneumatics, as to insure a con- 
SM stant draft outward, whatever 
arf be the changing direction 
ofthe wind. The Massachusetts 
Mechanic Association have a- 
warded a gold medal to the In- 
Hill ventor, and the Manufac'urers 
wan 1 have already disposed of over 
3,000 of the article. Manufactured and sold b 
CHILSON, ALLEN, WALKER & Co., 
351 Broadway, New York. 


Providence Tool Co., 
MANUFACTURERS OF 
Plane Irons, Tooth Irons, Soft Moulding and Rabbet 
Irons, Cornice Irons, Plow Bitts, and 
Planing Machine Knives: 


NUTS, WASHERS AND BOLTS. 


—ALso— 

PLATE HINGES AND PICK AXES. 
They are yoy to execute orders for all descriptions 
of Cold Punching and Job Work. 

Wo. Fietp, Agent. urus WATERMAN, Treas. 
PROVIDENCE, R. I. 


Lovegrove’s Patent Cast lron 
Water and Gas Pipes. 

y tes Subscriber, the Inventor and Patentee of the 

en — giving form to metallic ’sub- 
stances while in a molten state, is preparing t 

Cast Iron Water and Gas Pipes, of =e Ttenen 


at prices much lower than they can be made in theold 
manner, and the pipes warranted to stand a pressure 
of three hundred pounds to the square inch, -and to be 
soft enough to drill. Steam Engines and all kinds of 
machinery. Cast Iron Doors and Frames, and Mil 
Castings of ~~ description, made to order. 

HOMAS J. LOVEGROVE 


Machinist and Found 
West Falls Avenue, below Pratt st., abdeneee. 


Railroad Letting, in Virginia. 
} greet res will be received at the office of 
the chief engineer of the Richmond and Dan- 
ville railroad, until 9 o’elock A. M., Monday, the 
10th of March, to be decided the 13th of the same 
month, for doing all the grubbing, clearing, gra- 
ding, ditching and masonry, on the Richmond and 
Danville railroad, in the counties of Amelia, Not- 
tuway, Prince Edward, Lunenburg and Charlotte 
comprehending about 45 miles of road. 
Profiles and specifications can now be seen at 
the office of the company in Richmond ; and after 
the 10th of February, at the offices of the resident 
engineers, on the line, at Burkeville and Keysville. 
By order of the board ot directors, 

















ANDREW TALCOTT, 

ief Engineer R. & D. railroad. 
Engineering department R. & D. 

R.R. Co., Rickard: Jan, 22, 1851, 
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___ MACHINERY. 


‘Henry Burden’s Patent Re- 
volving Shingling Machine. 


KZ 





~ 





2. aaa 
Aiuraeennt Lin tibeanelias 


Cea 
recently purchased the right 








HE Subscriber ha 
of this machine‘for the United States, now offers 
to meke transfers of the right to run said machine, or 
sell to those who may be desirous to purchase the right 
for one ur more of the States. ; 
This machine is now in successful operation in ten 
or twelve iron works in and about the vicinity of Pitts- 


T 


burgh, also at Phoenixville and nein, Pa., Coving- 
ton Iron Works, Md., Troy Rolling Mills, and Troy 
Tron and Nail Factory, Troy, N. Y., where it has giv- 
ne universal satisfaction. 

Its advantages over the ordinary Forge Hammer are 
numerous; considerable saving in first cost; saving 
infpower; the entire saving of shingler’s, or hammers- 
man’s wages, as no attendance whatever is necessary, 
itbeing entirely self-acting; saving in time from the 
quantity of work done, as one machine is capable of 
working the iron from sixt puddling furnaces; savin 
of waste, as nothing but the scoria is thrown off, an 
that most effectual Y 3 saving of staffs, as none are 
used orrequired. The time required to furnish a bloom 

only about six seconds, the scoria has no time to 
set, consequently is got rid of much easier than when 
allowed to congeal as under the hammer. The iron 
being discharged from the machine so hot, rolls better 
and is-much easier on the rollers and machinery. The 
bars roll sounder, and are much better finished. The 
subscriber feels confident that persons who will exam- 
ine for themselves the machinery in operation, will 
find it possesses more advantages than have been ennu- 
merated. For further particulars address the subscri- 
ber at Troy, N. Y. P, A..BURDEN. 


Railroad Spikesand Wrought 
Iron Fastenings. 
ty: TROY IRON AND NAIL FACTORY 
A exclusive owner of all Henry Burden’s Patented 
Machinery for making Spikes, have facilities for man- 
ufacturing large quantities upon short notice, and of a 
quality unsurpassed. 


ot Iron Chairs, Clamps, Keys and Bolts for 
Railroad fastenings, also made to order. A full assort- 











NORRIS’ LOCOM 


OTIVE WORKS. 


BUSHHILL, SCHUYLKILL SIXTH-ST., PHILADELPHIA, 











vaent of Ship an “Boat Spikes always on hand. 
All orders addressed to the Agent at the Factory will 




















receive immediate attention. 


P. A. BURDEN, Agent 
Troy Iron and Nail Factory, Troy, N. 
HILLED RAILROAD WHEELS.—THE UN- 





HE UNDERSIGNED Manufacture to order Locomotive Steam Engines of any plan or size, 
Their shops being enlarged, and their arrangements considerably extended to facilitate the speedy 


dersigned are now prepared to manufacture their|€xecution of work in this branch, they can offer to Railway Companies unusual advantages for prompt 


Amproved Corrugated Car 
form of spokes or discs, by a new process which pre- 
vents all strain on the metal, such as is produced in all 
other chilled wheels, by the mahner of casting and 
ey | By this new method of manufacture, the 
hubs of all kinds of wheels may be made whole—that 
is, without dividing them into sections—thus render- 
the expense of banding unnecessary; and the 
wheels subjected to this process will be much stronger 
than those of the same size and weight, when made 
in the ordinary way. 
A. WHITNEY & SON, 
Willow St., below 13t 
Philadelphia, 


‘Ba, 


ee 


Brown’s Old Established 


SCALE WARE HOUSE, 
NO. 234 WATER ST., NEW YORK. 

i Subscriber, Practical Manufacturer of Scales 

of every description, respectfully asks the atten- 
tion of Railroad Companies to his Improved Wrought 
Iron Railroad Track and Depot Scales which for 
strength, durability, accuracy, convenience in weigh- 
ing, and beauty of workmanship, arenot surpassed by 
en in this country. 


e is aware that this is rather a bold assertion for 
him to make, yet he can say with confidence that ap | 


have but to be tried to give them broeptnnce over 
Xr Bank Scales made to order, and all Scales of 


IT 


Wheels for Cars of superior quality. 


en, the Tires are made to fit onsame without the ne 
ron and Brass castings, Axles, etc., fitied up comp 


heels, or Wheels with any |delivery of Machinery of superior workmanship and finish, ; ’ 
Connected with the Locomotive business, they are also prepared to furnish, at short notice, Chilled 


Wrought Iron Tyres made of any required size—the exact diameter of the Wheel Centre, being giv 


cessivy of turning out inside. 
lete with Trucks or otherwise. 
NORRIS, BROTHERS 














PATENT MACHINE MADE HORSE-SHOES. 
The Troy Iron and Nail Factory have al 
ways on hand a general asssortment of Horse 
Shoes, made from Refined American Iron. 
Four sizes being made, it will be well for 
those ordering to remember that the size of 
the shoe increases as the numbers—No. 1 being the 
smallest. P. A. BURDEN, Agent, 
Troy Tron and Nail Factory, Troy, N. VY. 


Etna Safety Fuse. 

HIS superior article for teniting the charge in wet 
or dry blasting, made with DUPONT’S best pow- 

der, is kept for sale at the office and depot of 

REYNOLDS & BROTHER, 

TH So.e Manufacturers, £¥ 
No. 85 Li oy St. 
NEW YORK. 

And in the principal cities and towns in the U. States. 
The Premium of the AMERICAN INSTI- 
E was awarded to the Etna Safety Fuse at the 








others. WwN 
his make Warranted in every particular. 
Referen -es given if saqeked 


late Fair heldi n this city. 
November 3, 1849. ly 





COLUMBUS, OHIO, 
Railroad Car Manufactory. 


RiIDGWAYS & KIMBALL, 
E AVE established at this central point, the.manu- 
facture of Passenger, Freight, Gravel and Hand 
Cars for Railroads, and assure all Western Railroad 
Companies that it will be their constant aim to pro- 
cure the best materials and workmen, and to turn out 
the best kind of work at fair prices. Specimens may 
be seen on the Columbus and Xenia Railrosd, The 
patronage of Railroad Companies is respectfuliy solic- 
ited. ly8 





FOR SALE. 
HREE LOCOMOTIVES, Manufactured by M 
W. Baldwin, of 10 tons weight, all in complete 
repair, and now running on the Columbia and Phila. 
delphia Railroad. 
or particulars apply to A. L. Roumfort, Supt. o! 
said road, either at ommacaaey 0 Me pork acet hes- 
ter county. A. L. ROUMFORT, 
Supt. Motive Power Col. & Philad, R.R, 
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